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“CO-OPERATING” When Mayor Mitchel instructed 
WITH THE the corporation counsel of New 
COMMISSION York City “strenuously and con- 
stantly to oppose the requests of the street railways un- 
less and until they show that the need for increased 
rates is imperative and permanent,” we did not suppose 
that the city would object to a fair hearing on the com- 
panies’ petitions. Yet that is exactly the attitude that 
has been taken by the city counsel at the opening hear- 
ings for the Third Avenue Railway this week. Counsel 
for the company has asked for nothing except simple 
justice and has been trying to present facts in a frank 
and open manner, but the city lawyers have endeavored 
so to obstruct proceedings with technical objections that 
the commission has seen fit to remind them that before 
it if not before the courts evidence is admitted upon 
the basis of common sense. The point of the whole 
matter is that the city has approached the case from an 
ex parte point of view. In over-emphasizing its solici- 
tude that no transfer charge be “imposed” upon pas- 
sengers, the city has forgotten that a rate fixed by the 
commission as fair and reasonable cannot be an im- 
position upon the car riders. The commission, we be- 
lieve, will be just. If New York City objects to justice 
being done, it is not right for it in using obstructive 
tactics to say that it is co-operating with the commis- 
sion. If the city wants to co-operate, it must appreci- 
ate the impartial position which the commission occu- 
pies in the proceedings. 


Among the avenues of possible 
STATUS OF THE financial relief which are open be- 
PAVING TAX fore electric railways one of the 
most promising is that leading to amelioration of the 
paving tax burden. This has been referred to fre- 
quently of late in connection with the agitation for 
higher fares, but much of the reference has been of a 
general nature. In order that the present status of the 
matter might be clearly understood the ELECTRIC RAIL- 
WAY JOURNAL commissioned R. C. Cram, of the way and 
structure department of the Brooklyn Rapid Transit 
Company, to make a study of the facts on a typical 
property and of the attitude of judicial and regulative 
bodies toward the facts in general. The result is the 
article published in this issue. It furnishes a convinc- 
ing demonstration of the heritage which has come down 
from horse-car days and of the power which municipali- 
ties have in many cases to compel the railways to do 
paving work not contemplated when the franchises were 
originally bargained for. At the same time the evi- 
dence cited by the author of the article indicates a 
growing desire on the part of the commissions and 


THE PRESENT 


courts to be reasonable in demanding the rights tech- 
nically possessed by the public under the franchises. 
Each reasonable ruling by a public service commission 
or a court of justice will tend toward further relief, 
for precedent is powerful in matters of this kind. It 
was precedent that loaded the paving burden on the 
electric railways, the precedent set in horse-car days, 
and precedent after precedent will mark the progress 
toward better conditions. 


We quoted last week words of 
WOMEN IS urgent advice from abroad to the 
INEVITABLE electric railway companies ofthis 
country to prepare for the depletion of the supply of 
men in this country, owing to war conditions. All of 
the belligerents have found that modern war requires 
a reduction in the number of men unnecessarily em- 
ployed in home industries and the substitution, where 
possible, of women where the work still has to go on. 
In the opinion of leading electric railway men abroad, 
this change, with the maintenance of efficient railway 
service, is the most valuable contribution which our 
electric railway companies can make in the fight for 
democracy in which we are engaged. Such a plan does 
not mean a loss of employment to the present employees. 
Any change of this kind would have to be made grad- 
ually to fit the new employees to their tasks, if women 
conductors are employed on a large scale. Hence, on most 
roads, the cessation of the engagement of new men would 
be sufficient to secure the result sought. But even if 
a few men should be displaced, there is no danger 
of unemployment in this country for a long time to 
come. Any person who loses a job will find two others 
awaiting him, and he will not have to look for them 
longer than twenty-four hours. As Secretary of War 
Baker said recently, the exigencies of the war will 
require readjustment in a great many trades and in- 
dustries in this country, but this need cause no appre- 
hension because there is important work for all to do. 
We hardly believe that there will be any serious diffi- 
culty with the men on either union or non-union roads 
if our traction properties should go on a war basis in 
the way suggested. As matters stand now they cannot 
get the labor they require. Their need and that of the 
nation is great, and the labor leaders have already 
shown their patriotism in many ways. Moreover, in 
Great Britain, where unions are strong, the use of 
women in all sorts of labor where formerly men only 
were employed is extensive. Nevertheless, we urge all 
companies to set the facts frankly before both their 
men and the public, and the present is none too early 
to begin. 


EMPLOYMENT OF 
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ROBBING PETER In these columns we have set 
TO PAY forth the great possibilities for 
PAUL additional earnings through the 
solicitation of package and general freight traffic and 


have urged this course as a means of expanding busi- 
ness beyond the possibilities of the passenger traffic. 
However, this should not be done to the neglect of the 
passenger traffic. The latter represents the bread and 
butter of the electric interurban, so to speak, while 
the freight traffic might be regarded as a sort of bonus. 
Hence, any development of freight traffic which acts 
materially to discourage passengers is not good busi- 
ness. A case has come to our attention recently of a 
road which apparently does not realize this fact. About 
two years ago it started to carry package freight on the 
front ends of its passenger cars. The business was 
profitable and rapidly increased to a volume beyond the 
capacity of the front vestibules. Instead of providing 
additional equipment, the company moved the front 
bulkheads back into the cars, thus decreasing the pas- 
senger space to provide freight space. As no additional 
cars were put in service, the effect on the passengers 
has not been good because whenever the cars are 
crowded the standing passengers feel that they are be- 
ing deprived of seats because of the freight carried. A 
better plan would have been to operate separate package 
cars, if the rules of the company did not permit the 
passengers to overflow into the baggage compartment 
when there were no seats in the body of the car, or else 
to increase the number of cars and explain to the public 
that owing to the use of combination cars a more fre- 
quent service was ‘possible. 


COURTESY AND SERVICE 


Car men who are slow to realize their duty to serve 
the public courteously are not likely to meet with favor 
in the public eye. This was well illustrated in a recent 
court case in which a patron was being tried for pulling 
the pole from the wire. He admitted the charge, but 
entered the defense that the car crew had unjustly 
refused to open the door for him. The magistrate, 
seeing the scornful expression on the conductor’s face 
during this testimony, made this statement: “I know 
the kind. A similar thing happened to me. I stood 
speechless while the car sped away, and all I got was a 
broad smile from the conductor.” 

Although the defendant in this case was held under 
bail to keep the peace, it is quite evident that the ex- 
perience of the judge must have placed a severe strain 
upon his judgment. There are too many electric rail- 
way employees like the one who aroused the judge’s ire. 
It is true that a car man almost daily meets circum- 
stances which try his patience with the traveling public, 
but the employee who is a real asset to his company is 
the one who can rise superior to the occasion, however 
disagreeable, and do what he is supposed to do—sell 
rides. 

A great deal has been said lately in electric railway 
circles about selling service. The idea is as old as this 
industry, and some of the electric railways have prac- 
ticed it from their beginning. Too many have not. 
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That is why there is an air of newness about it to some 
companies. In the steam railway industry—good exam- 
ples might also be pointed out in the electric railway 
field—perhaps the most conspicuous example of courtesy 
or selling service applied daily is the Pennsylvania Rail- 
road. ‘Pennsylvania Railroad” has come to mean cour- 
tesy and service. 

Lack of courtesy has often damned an otherwise 
admirable street railway service. The very monopolistic 
aspect of such service tends to accentuate lack of cour- 
tesy on the part of employees, for as a usual thing 
there is no escape from it. The feeling of resentment 
that is engendered may not manifest itself openly, but 
it is no less potent on that account. Indeed, it is much 
more disastrous in its far-reaching and lasting effects 
than an abuse which is flagrant and about which specific 
complaint can be made. 

A great deal of attention is given to the physical and 
the moral fitness of men applying for positions as car 
men in electric railway work. The possession of selling 
ability, however, ought also be required in prospective 
employees. An inquiry about this at the beginning 
would make unnecessary much of the corrective work 
that a number of companies have felt it incumbent upon 
them to carry out among old men who are admirably 
fitted in some ways for their duties but who lack the 
pleasing manner that fills one with a sense of satis- 
faction in having dealt with them. 


SETTLE THE STATUS OF THE MANUFACTURER 


As there will be no exhibit this year, an excellent op- 
portunity ‘is afforded for determining the relation of 
the manufacturers to the conduct of future exhibits— 
in fact, for reviewing the whole subject of the status 
of the manufacturers in the American Electric Railway 
Association. It is only fair to say that the convention 
arrangement of last year by which the conduct of the 
exhibit was taken out of the hands of the manufac- 
turers and carried on by the railway association was 
not entirely satisfactory to the manufacturers as a 
body, but there was not time to work out any different 
plan. There is this opportunity now, and it should be 
utilized to effect a permanent plan of organization. 

Two fundamental considerations should be recognized 
in any arrangement made for the future. One of these 
is that the association should represent in its member- 
ship the entire industry because its primary purpose is 
to improve the conditions in the industry, and this will 
be for the benefit of companies and manufacturers 
alike. Hence, the plan adopted at Chicago of full and 
equal. membership for both manufacturers and railway 
companies is correct and should be retained. This ar- 
rangement will give the association the larger income 
which it needs, especially at the present time. 

The second fundamental consideration in a success- 
ful association is that the work within the organization 
should be divided along natural lines. It must be rec- 
ognized frankly that while the ultimate aims of both 
classes of members are the same, that is, to improve 
the status of the industry, their immediate aims are 
radically different. The function of the railways is to 
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sell transportation to the public at a reasonable profit; 
that of the manufacturers is to sell equipment to the 
railways, also at a reasonable profit. Hence, within the 
association, the part of the work which relates to trans- 
portation questions and the relations of the railway 
with the public should be undertaken primarily by rail- 
way members, while that relating to the sale of equip- 
ment should devolve upon the manufacturing members. 

This division, if accepted, is controlling in determin- 
ing the question who will conduct the exhibits. This 
work is no more a proper function of the railway mem- 
bers than is the solicitation from the manufacturers of 
advertising in Aera. The manufacturers should be the 
best judges of the way in which their equipment should 
be offered to the railway members. Past differences of 
opinion between the railway and manufacturing mem- 
bers have arisen largely because this fact has not been 
recognized. If the manufacturers take over the conduct 
of the exhibit, as we believe should be done, the work 
could well be carried out under the general approval of 
the association executive committee, on which there 
should be adequate representation from both the manu- 
facturing and railway sides of the industry. 


WHAT IS AHEAD OF THE ELECTRIC RAILWAY 
INDUSTRY? 

The momentum of the movement to make the charges 
for electric railway service accord more accurately with 
the cost of giving the service grows apace. Hearings 
have been held this week before the Public Service Com- 
mission for the First District of New York concerning 
the application to make a charge of 2 cents for trans- 
fers. It is expected that the application for 6-cent fare 
for most of the up-State companies in New York will be 
filed either at the end of this week or early next week. 
The movement to secure a similar advance, is, we 
understand, ‘being considered in Massachusetts, and 
the same is probably the case in several other states. 
The reports which are constantly coming in of increas- 
ing costs of operation show that economic law is forcing 
this issue to a crisis, quite as much as the activities of 
the companies themselves. 

The electric railway industry is undoubtedly at the 
parting of the ways. The old 5-cent fare is doomed. 
What may come in its place we do not know. Probably 
a general 6-cent fare is apt to be quite widely adopted. 
Some modification of the zone system may be worked 
out where it can be made practicable. Charges for 
transfers will meet the situation elsewhere. But the 
conclusion is incontestable that the 5-cent fare as a 
national institution, regarded as inviolate as the con- 
stitution of the United States, cannot much longer 
hold its sway over the public mind. 

A good deal of public opposition is manifest to the 
changed conditions. Railway rates may be raised, but 
comparatively few people realize that they are paying 
railway rates; the actual number of shippers is rela- 
tively smaller. Taxes may be constantly going up, yet 
‘only a few people realize that they are paying taxes. 
But everybody pays car fare. A rise of 1 cent in the 
unit of payment seems something abnormal. There is 
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in fact nothing abnormal about it; it is simply the dis- 
turbance of a habit of mind. 

The public must be made to see that electric railway 
service is a commodity. It is a commodity which should 
be provided for the public at the lowest possible cost. 
But the elements which enter into that cost cannot be 
disregarded. If the public can be served most cheaply 
through municipal ownership, it is in the public inter- 
est that there should be municipal ownership. But if it 
is, as we believe it to be, a fact that the most econom- 
ical service can be provided through private operation, 
it is certainly in the interests of the public to promote 
efficient private operation. That private operation is 
subject to a very definite arithmetical equation is 
set forth in the article on another page showing how 
the costs of all operation are going up. 

Mayor Mitchel of New York has suggested that 
electric railway companies ought not to add to the other 
burdens imposed upon the public by the war by adding 
to the charges for their service. He has intimated that 
the electric railway companies in New York City are 
seeking to be exempt from bearing their share of the 
burdens incident to the war. It is astonishing that such 
an argument should be made by one so intelligent as 
Mayor Mitchel. Manufacturing companies of all kinds, 
merchants, working men, the government itself, have 
increased their charges for performing the service they 
render. It is all considered to be regrettable but in- 
evitable. But if companies subject to public utility 
laws seek to increase their prices to take care of the 
increasing costs, it is intimated that they are seeking 
to avoid bearing their share of the burdens of the war! 

The only reason that any such claim could be put 
forth at all is that these companies must obtain the 
sanction of public service commissions to increase their 
prices. That focuses upon public authority the neces- 
sity for making a decision to allow such increases to 
be made. Any such decision is bound to be unpopular, 
no matter how justified it may be. Public officers are 
selected by votes—by popular votes. And on the eve 
of a campaign the temptation to make political capital 
seems too great to resist. 

But we hold firm to the faith that the people are per- 
fectly fair and that politicians who appeal for popular 
applause by imposing unjust burdens upon public utility 
companies are but sowing the wind against the inevita- 
ble whirlwind of public disfavor. The people sooner or 
later will realize the truth, and the public officer who 
shows courage and follows his honest convictions, rather 
than makes a specious appeal to the fleeting popularity 
of the multitude, will in the long run secure and hold 
public confidence. 

We are therefore among those who believe that out of 
the vast mass of conflicting currents which are now 
sweeping over our national life, there will ultimately 
emerge a tidal wave of common sense and sanity of 
view which will once more restore to our people the 
sound foundations of economic law upon which alone 
a permanent edifice of national prosperity can be built. 
And upon that foundation we expect to see erected 
a constructive treatment of the electric railway problem. 
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These two pages were prepared by the art department of the McGraw-Hill Publishing Compar 
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The eyes of an army are the airplanes. The enemy now has 
almost as many airplanes as the Allies —and can see almost as 
much. A preponderance of airplanes means victory at a mini- 
mum cost of lives.. The United States only can furnish these 
machines and the necessary operators and equipment, for she has the 
material, shops and explosives. We need 50,000 machines and 
10,000 aviators quickly—every day’s delay means sacrificing the 


lives of thousands of our soldiers. 


Fortifications of concrete, trenches, wire entanglements and all 


such obstacles mean a frightful loss of life to overcome by going 


iN through them, but by going over them in such numbers as to put 
% the enemy airplanes completely out of action, explosives may be 
dropped on enemy batteries, transport lines, submarine bases, manu- 


facturing plants, munition depots, battleships or troops at will. 


Blind the eyes of the enemy by overwhelming his air squadrons, 


and we will win with the smallest loss of life. 


™“~ 


to illustrate the editorial in our last issue on “Air Supremacy Cheap at Half-a-Billion.” 
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What Shall We Do With the 
Paving Burden? 


The Author Sums Up the Repaving Situation and Summons Authorities to Prove the 
Injustice of the Historic but Outgrown Tax—He Cites Some 
Convincing Data from Brooklyn 


By R. C. CRAM 
Assistant Engineer Way and Structure Department, Brooklyn Rapid Transit System 


attention to the ever-increasing importance of the 

pavement as an item now considered a part of track 
maintenance and construction costs. (2) To develop 
interest in the means for securing a more equitable 
adjustment of the track pavement burden between the 
municipalities and the street railways. (3) To suggest 
revision of the classification of accounts so that the track 
pavement maintenance cost may be more properly con- 
sidered as a deduction from income under the head of 
“Taxes” instead of a track maintenance charge under 
“Operating Expenses.” It is believed that the subject 
is of particular moment at this time, when every effort 
is being made to “increase the fare,’ because the con- 
tributions of the railways for pavement (even though 


Rail way Company 
Fepaved 1/7, 7705q.yd. 


[i object of this article is threefold: (1) To call 


Railway a ompanys 


Obligation x. 
110,568 sq.yd “o> 
WM 


Relative 


Relative paving obliga- 


Relative repaving work, 


tion, complete circle complete circle repre- 
pg ieee 15,332,105 sents 297,379 sq. yd. 
sq, yd. 


repaving ex- 
pense, complete circle 
represents $446,287, 


other words, the present situation is one wherein we 
now have a vastly increased pavement cost with no con- 
tributory wear in contrast with the former condition 
of a considerable contributory wear with a compara- 
tively small pavement cost. 


DATA ON THE EXTENT OF THE BURDEN 


In order to determine the correctness of the impres- 
sion that the railway company’s share in maintenance 
of city pavements is larger than is ordinarily supposed, 
the writer recently had a study made of the widths 
between curbs on streets occupied by tracks in Brook- 
lyn. It was found that there were tracks in some 200 
different streets, and computations for 100 streets indi- 
cated that the average width between curbs is 391% ft., 


Company repaved 


6.8% 


Company repaving in 
per cent of obligation 
represented by full 
eircle as 100 per cent. 


City repaving in per 
cent of obligation rep- 
resented by full circle 
as 100 per cent. 


DIAGRAMS SHOWING RELATIVE QUANTITY AND EXPENSE OF PAVING IN BROOKLYN, N. Y., BY THE RAILWAY COMPANY 
AND THE MUNICIPALITY 


required by franchises) are rapidly growing and are 
not generally considered, either by the public or by 
the railways, as taxes. 

It is necessary to go back to the historical horse-car 
days to find the reason for the imposition of the track 
pavement burden upon the street railways. History 
tells us that when horses furnished the motive power 
the track pavement was often worn excessively by the 
constant travel of horses in regular paths between and 
adjacent to the rails. There was considerable justice 
in requiring the railways to maintain the pavements 
under those conditions, but with the advent of motor- 
operated cars the conditions were immediately changed 
and the contributory wear of pavement was removed. 
Nevertheless most of the early operators of electric 
street railways failed to realize this important fact 
and continued to seek and accept franchises with pave- 
ment burdens attached thereto. 

It is also a matter of record that during the horse- 
car and early electrification periods the track pave- 
ments were usually. composed of cobble or macadam, 
costing from 50 cents to 70 cents per square yard. In 
contrast we now have track pavements of granite, wood 
or’ brick costing $2.80 to $3.50 per square yard, repre- 
senting an increase of from 500 to 700 per cent. In 


and that the pavement areas maintained by the railway 
and the city amount to 48 per cent and 52 per cent re- 
spectively. 

In a number of streets in the older sections of the city 
the railway area reached 61 per cent. The railway area 
was computed on the standard track centers of 9 ft., 
81% in., and the statutory obligation to pave “between 
the rails of the tracks and 2 ft. outside thereof.” It 
is particularly interesting to note that, while the railway 
maintains areas substantially equal to city areas in these 
streets, traffic counts as reported by the way committee 
on way matters in the 1915 Proceedings of the Amer- 
ican Electric Railway Engineering Association show 
that “from 50 per cent to 90 per cent of the vehicular 
traffic comes upon the railway pavement area in many 
streets.” 

The argument might be advanced that this fact would 
indicate excessive wear of pavement due to tracks in 
streets and such wear should be a burden upon the street 
railways. It is observed, however, that in any streets 
of similar widths the simple factor of the parking of 
automobiles forces the normal stream of traffic to the 
center of the street and that this occurs on streets 
without tracks. The tracks themselves, when consist- 
ing of tram or groove girder rails, take excessive wear 
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from the street pavement; in fact, in Chicago it has 
been found that rails in streets upon which no cars 
have ever run are wearing out just as fast as though 
there was car traffic upon them, and this wear is solely 
due to wagon traffic. It is a fair question to ask what 
would happen to the pavement if it alone had to with- 
stand wear of this character. 

A comparison of the Brooklyn Rapid Transit Com- 
pany’s total paving obligation with that of the city dis- 
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emphasizes the point that the railway pavements cost 
more in proportion than the city’s, due to the general 
use of more costly pavements by the railway company. 
It is only fair to state in connection with the figures 
for 1915, that the highway bureau was hampered by 
lack of funds for pavement work until very late in the 
year, which greatly reduced the amount of work which 
could be accomplished that year. 

Table No. 4 compares the relations of the repaved 


TABLE No. 1—ComPpariIson OF ToTaL Pavep ARBAS 


City, Railway Co., Per Cent of 
Year Sq. Yd. Sq. Yd. City Area 
BOM ey eihetinetad assis 6s 13,701,592 1,646,434 12.0 
LSU ABS Oe Oh 14,341,273 1,699,098 11.8 
PM ro Tae Wore’ S wig os 15,332,105 1,710,568 11.2 


closes a number of rather surprising features, as indi- 
seated in the tables reproduced herewith, which were 
compiled from the records of the Bureau of Highways 
of Brooklyn. The figures and percentages obtained are 
naturally subject to various interpretations and the 
following explanation may not be out of place. 

The tables do not include any expense or yardage for 
regular or “ordinary” miscellaneous paving repairs 
‘scattered about the city. This is indicated by the word 
“repaved,” under which all areas repaved in toto, either 
by the city or the railway, because of wear and track 
conditions, are included. It must be borne in mind that 
the railway company’s repaved area cannot bear the 
same relation to its total obligation area as does the 
city’s because it is almost impossible to determine how 
much of the railway area required repaving because of 
defects and wear alone, while much of the city’s area is 
repaved (at least on streets having no tracks) because 
of defects and wear only. However, a certain propor- 
tion of city repavement on track streets is at least 
partly required by adjustments in cross-section due to 
revised track grades given by the city. Even so, the 
railway company’s expenditure is much higher in cost 
per square yard than the city’s expenditure, due largely 
to the use in the main of granite on concrete by the 
railway and of sheet asphalt by the city. The latter 
ean thus secure a greater repavement area for an ex- 
pense equal to that of the railway. Attention is directed 
to the tables and graphs which indicate more clearly 
the relations between the railroad pavements and the 
city pavements and the following explanations thereof 
should be of interest. 


SOME COMMENTS ON THE TABULATED DATA 


Table No. 1 is a three-year comparison of the total 
paved areas installed by the city and the railway com- 
pany respectively to the end of the calendar year 1915. 
It will be noted that the railway company’s obligation 
area ranges from 11.2 per cent to 12 per cent of the 
city’s area. 

Table No. 2 compares the areas repaved annually by 


TABLE No. 2—CoMPARISON OF TOTAL REPAVED AREAS 


City, Railway Co., Per Cent of 
Year q. Sq.. ¥d. City Area 
THEM > aes dees 661,290 165,058 25 
hp ree eh e, 14,35 159,522 39. 
LOL Seer 297,379 117,770 40 
1,373,026 442,350 32 per cent for 3 yrs. 


the city and the railway company and indicates that the 
railway repaves areas equivalent to from 25 per cent 
to 40 per cent of the areas which the city repaves. 
Table No. 3 compares the expenditures of the city 
and the railway company at Bureau of Highway rates, 
and brings out the point that the railway’s expenditures 
range from 33 per cent to 77 per cent of the city’s ex- 
penditure, although the railway’s obligation area is only 
11.2 per cent to 12 per cent of the city’s. This table 


TaBLE No, 3—COMPARISON OF ToTaAL REPAVEMENT EXPENSE 
Per Cent of 


Year City. Railway Co. City Expense 
NOLEN tae taida amar wieie re $1,505,515 $498,220 33 
TOSSES bes cet Cavaratetertonie ate 1,046,828 495,655 47 
CODD oles he celaaiecsonere seis 446,287 344,102 77 


areas to the total paved areas maintained by the city 
and the railway and shows the striking fact that the 
railway repaves very much more of its area annually 
than does the citv, in proportion to the respective ob- 
ligations, even though the railway’s expense is also 
greater for equivalent areas. 

The magnitude of the railway’s paving obligation is 
more fully realized when expressed in terms other than 
yardage alone. The Brooklyn Rapid Transit System 
maintains approximately 2,640,000 sq. yd. of pavement 
in the Boroughs of Brooklyn and Queens, which at an 
average cost of $2.50 per square yard would have a 
value of $6,600,000. Ultimately the above area, if 
all paved with granite on concrete, would have an esti- 


CITY AND COMPANY REPAVING COMPARED 


mated value of over $9,000,000. The foregoing yardage 
is equivalent to that required for a state highway 18 
ft. wide and 250 miles long, or for a 30-ft. street 150 
miles long—enough for a fair-sized city. It has been, 
stated that the pavement investment in tracks in Chi- 
cago up to the end of 1914 represented an investment 
of $7,373,683. These figures represent original invest- 
ments, but we have also to consider repavement charges. 
In the Borough of Brooklyn alone, the railway company 
expends from $350,000 to $500,000 annually for repave- 
ment, with an additional sum ranging from $50,000 to 
$70,000 yearly for miscellaneous pavement repairs. 
The Connecticut Company recently filed a _ brief 
with the Public Utilities Commission of Connecticut 


TapLe No. 4*—-COMPARISON OF RELATION OF REPAVED AREAS TO 
ToTAL PAVED AREAS 


——City——__—_,_ ————-Railway Co.——_, 


Total Total 

Paved Repaved Paved Repaved 

Area, Area, Per Cent Area, Area, Per Cent 
Year Sq. Yd. Sq. Yd. of Total Sq. Yd. Sq. Yd. of Total 
1913...13,701,592 661,290 4.8 1,646,434 165,058 10.0 
1914...14,341,273 414,357 2.9 1,699,098 159,522 9.3 
1915...15,382,105 297,379 19 1,710,568 117,770 6.8 


*From Table No. 4 it will be seen that the railway repaved from 
two to three and one-half times as much area, proportionately, as 
did the city, based on the relative obligations. 
wherein the statement is made that the company has 
expended an average of $400,000 per year on pavements 
for the last three years. Furthermore it appears that 
from 30 per cent to 40 per cent of track maintenance 
charges are for pavement, while about 50 per cent of 
the new construction expense goes to the pavement 
account. Such figures, combined with the rapidly in- 
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creasing costs of labor and materials, may well cause 
us to seek for relief. 


PUBLIC OFFICIALS SHOW NEW INTEREST 


There is a growing interest on the part of the munici- 
pal and state authorities generally in the broad sub- 
ject of public dealings with public utility corporations. 
This interest appears more and more to take the form 
of a real study into the fairness of such dealings as 
having a direct and vital bearing on the public welfare. 
The creation of public utility commissions charged with 
the study of such affairs and the comparatively recent 
wave of franchise renewal discussions in municipalities 
in all parts of the country has given the representatives 
of the people and the public in general a clearer view 
of the subject. Suspicion is being replaced with con- 
fidence gained largely by the open discussions which 
have all tended to show the fundamental truths under- 
lying public relations. The most important of these is 


“Daylight Ahead” Indicated 
by These Facts 


The author cites various instances of a more 
reasonable view of the paving burden, such as 
a commutation in Philadelphia for a stated sum 
of the former paving obligation, the distinction 
drawn in the Cleveland ordinance between pave- 
ment maintenance (which the company is 
obliged to do) and repaving (which it is not), 
the recommendation of the Massachusetts com- 
mission in the Bay State case that the compan- 
ies be required “to meet only the reasonable 
cost” of such work, and the decision of the 
Maryland Court of Appeals, upheld by the © 
United States Supreme Court, that there is a 
difference between repairs and repaving. 


the fact that wrongs inflicted in the name of the public 
upon corporations supplying vital public utilities always 
react directly or indirectly upon the people themselves. 

One of the earliest indications of the new public 
viewpoint, which has a particular interest in this dis- 
cussion of the pavement obligation, is found in the now 
famous Ordinance of Councils of the City of Philadel- 
phia, dated July 1, 1907, which is an agreement be- 
tween that city and the Philadelphia Rapid Transit 
Company in a radical readjustment of many conflicting 
franchise obligations relating to that company’s paving 
burden. The fourth and sixth paragraphs of the pre- 
amble to that agreement recognize that “the terms, 
conditions, restrictions and liabilities which have been 
imposed upon these various companies (all of which 
shall be taken as included in the words ‘subsidiary 
companies’ wherever the same are hereinafter used) 
differ widely, and there is dispute and uncertainty with 
respect to the effect of many of the provisions thereof, 
and it is believed that it is to the interest of the public 
as well as of the parties hereto to supersede the former 
regulations, and to define and regulate the relations 
between the parties hereto so as to make them fixed, 
fair and uniform.” Further that “a large sum of 
money is required to improve, complete and extend the 
present system of the company in order that it shall 
better serve the public; and for this purpose it is essen- 
tial that the position of the company be clearly defined, 
and the securities of itself and its underlying properties 
unquestioned, and its right to make extensions in the 
future assured, in order that it may obtain credit to 
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finance the increased transit facilities so necessary for 
the welfare of the public and the development of the 
city.” 

The said agreement provides, among other things, for 
the paving, repaving and repairing of railway pave- 
ment areas by the city and relieves the company of 
charges for pavement, snow removal, bridge licenses 
and other similar burdens and prohibits all further im- 
position of such burdens upon payment, by the railway, 
of definite sums of money, beginning with $500,000 
and increasing by $50,000 for each term of ten years. 
The railway, however, must replace or repair pavement 
removed or damaged by its construction and repair 
work. 

The tenth clause of the agreement proper construes 
these payments as in the nature of taxes in the follow- 
ing words: “To such extent, however, as taxes and 
assessments not upon such real estate or dividends may 
hereafter be imposed upon the company for the benefit 
of the city, the city shall credit upon the taxes that 
may thus be hereafter imposed all payments made here- 
under as well also as the sums which shall be divided 
with and paid to the city out of earnings.” 

From this synopsis of the Philadelphia situation it 
will be seen that the city recognized certain advantages 
to be gained from the modernized paving policy in 
definition of the paving obligation which would tend to 
better the financial position of the company without 
harm to the city, and thus assist in the development of 
transit facilities so essential to the growth of any 
community. At the same time the city also recognized 
the fact that franchise pavement burdens must be con- 
sidered as taxes. 

The great importance of defining the amount of the 
paving tax for a term of years cannot be emphasized too: 
strongly, regardless of the question as to whether or 
not the particular method above cited would suit the 
prevailing conditions throughout the country, because 
most companies to-day do not know nor can they even 
prophesy as to what sums they will have to pay for the 
annual pavement tax. It may be $50,000 this year 
and $250,000 the next, largely subject to orders of 
public officials, who often have arbitrary and unre- 
stricted powers to require unwarranted expenditures 
under the broad terms of most railway pavement obli- 
gations. Such an unknown quantity of taxation makes: 
it necessary, when considering a fair rate of return on 
capital, to provide a rate of income which will produce 
the revenue to pay the highest amount this form of 
taxation may reach. 

Reasons somewhat similar to those which actuated’ 
Philadelphia may have been in mind when the famous 
Cleveland 3-cent fare ordinance was drafted, because it 
seems evident that it would be practically impossible to- 
forecast a net income which would insure even such a 
low rate of fare if huge and variable sums were to be 
expended by the railway for pavement taxes. Section: 
7 of the Cleveland ordinance is as follows: “The com- 
pany shall maintain in constant repair the pavement 
within a space 7 ft. in width for single track and for 
double track the entire space between the outer rails: 
of both tracks, including the space between the two- 
tracks and 1 ft. outside of each outer rail, but in no— 
event to exceed 18 ft., except about curves, special work 
and where there are more than two tracks in a street, 
in all paved streets occupied by its tracks, whether such 
streets were paved at the time of the passage of this 
ordinance or subsequently thereto; but the company 
shall not be required to repave by virtue of this obliga- 
tion to repair, nor by virtue of any requirement of the: 
general ordinances of the city of Cleveland during the: 
continuance of this grant.” 
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It will be noted that the railway is to maintain the 
pavement in constant repair in a definite track area, 
but it is not required to repave by virtue of the repair 
obligation. This distinction is important, and it is un- 
derstood that under this section of the ordinance the 
repavement of track following reconstruction thereof 
is not held to be a burden upon the company, but it is 
instead an obligation upon the city. Furthermore, it 
does not seem to require the installation of pavement 
by the company in new track extensions. In effect, then, 
the Philadelphia situation is repeated to the extent 
that the railway company is only required to maintain 
existing pavement disturbed by it for track repairs and 
on account of defects only until the complete repavement 
becomes necessary. 

The Philadelphia idea of fixing a definite sum to be 
paid to the municipality by the railway company in lieu 
of its obligation to maintain and repair pavement in 
tracks was antedated by almost ten years in the State 
of Massachusetts under an act passed in 1898. This 
provided that the railway companies were to pay a com- 
mutation tax to the State for this purpose, excepting 
that where local franchise obligations provided for 
caring of the street surface by the railways, this duty 
was still to continue. 

The following quotation from the fourth annual re- 
port of the Public Service Commission of the common- 
wealth of Massachusetts is very interesting in this 
connection, and particularly in the statements con- 
tained therein to the effect that cities should in their 
own interest seek to relieve the companies of all un- 
necessary and unjust burdens: 


In view of the present unsatisfactory financial condition 
of the street railway companies in general, it is imperative 
that the cities and towns in which they operate should, in 
their own interest, seek to relieve the companies from all 
unjust or unnecessary burdens. The importance of such 
public co-operation was fully discussed by the commission 
in its decision in the Bay State rate case and what was then 
said it is unnecessary now to repeat, except so far as it 
relates to the question of maintaining and repairing the 
public streets, where action by the general court is desirable. 
In regard to this matter the commission said: 

“In 1898 an act was passed (St. 1898, c. 578) which was 
clearly intended to relieve street railway companies from 
the duty, formerly imposed, of maintaining and repairing 
the street surface within their track locations and to substi- 
tute an excise or ‘commutation’ tax in place of this duty, a 
tax which the Bay State company now pays. For the year 
ended June 30, 1914, it amounted to about $210,000. Never- 
theless, the investigation in this case of the property ac- 
counts and operating expenses of the company has brought 
to the surface the fact that it has been required, ever since 
this law was passed, not only to pay the tax, but, with 
comparatively few exceptions, to do the same work which 
it was previously required to do. 


“The courts have held that the law of 1898 did not in 


fact exempt companies from the duty of caring for the 
street surface where that duty was imposed, not by the 
general statutes, but by provisions in original location 
grants; but in the many cases throughout this system where 
the original grants contain no such provisions it develops 
that the Bay State company has, in effect, been required by 
various forms of persuasion to continue to do the old work. 
In securing new locations involved in the laying of double 
track, or in the reduction of curves or in other respects 
necessary to the efficient operation of the road, apparently 
the company has continually been obliged to dicker with the 
local authorities and finally to agree to perform work upon 
the streets which the statutes do not require or even con- 
template (Record, pp. 4666-4675). 

“It is perfectly natural that municipal governments, 
anxious to keep down the local tax rate by which they are 
so largely judged, should seek to unload upon the street 
railway company all possible expense, but such a policy, 
in the long run, reacts upon the public served. Street rail- 


ELECTRIC RAILWAY JOURNAL 


1133 


way companies have no mysterious source of revenue, but 
obtain their funds from the people who ride in their cars. 
Any burden or tax imposed upon the company these people 
must ultimately pay. If the tax or burden is unjust it only 
means, in the final analysis, that a portion of the public is 
being subjected, by indirection, to an inevitable form of 
special taxation. Furthermore, the burden is not measured 
wholly by the cost of the physical work which the company 
is finally required to do, for the continual dickering over 
such matters consumes what is, in the aggregate, a very 
large amount of time and adds materially to the cost of 
management. 

“The importance of this question is shown by the fact 
that, disregarding such matters as grading, bridge work, 
etc., the cost of the paving alone, for which the Bay State 
company has paid since the law of 1898 was enacted and 
which it has been expected to maintain, is estimated at more. 
than $2,000,000. In a report made to the General Court 
at its last session, the commission strongly urged that the 
present system should be changed by eliminating, in effect, 
the present ‘commutation’ tax, by placing all paving work 


Brooklyn Paving Data 


The area of pavement maintained by the 
Brooklyn Rapid Transit Company is more than 
two and a half million square yards which. 
if ultimately paved with granite or concrete, 
will be worth $9,000,000. 

This is equivalent to a state highway 18 ft. 
wide and 250 miles long, or to a 30-ft. street 150 
miles long. 

In the Borough of Brooklyn alone the com- 
pany spends from a third to a half of a million 
dollars annually on repaving, besides large sums 
for miscellaneous paving repairs. 


squarely in the hands of the municipalities, and by requir- 
ing the street railway companies to meet only the reason- 
able cost of any such work done within their track locations. 
Whether or not this is the best plan that might be adopted 
is here immaterial, but at all events it is perfectly clear 
that the companies ought not to be required to pay the 
present ‘commutation’ tax and at the same time do the 
work for which this tax was supposed to be a substitute.” 


There are many phases of the application and effect 
of the burden imposed by the existing laws which re- 
quires railways to repair pavements, and they are well 
brought out in an article on “Highway Paving by 
Street Railways,” by W. R. Dunham, Jr., in the issue 
of the ELECTRIC RAILWAY JOURNAL for Feb. 24, 1917. 
The most important two points made by Mr. Dunham 
are that the existing state laws covering the subject 
are very old, dating back to the days of the Civil War, 
and that their intent was to require pavement repairs 
but not renewals. He also emphasizes the fact that 
the present misinterpretations of such old statutes 
wrongfully impose burdens not warranted by proper 
application and interpretation of the law. 

This last point is important, and actions in the courts 
in cases of such unwarranted and unlawful interpreta- 
tions in application of such laws have been decided in 
favor of railway companies. A typical case of this 
nature recently reached the United States Supreme 
Court after having been decided in favor of the United 
Railways & Electric Company of Baltimore by the Mary- 
land Court of Appeals. In a unanimous decision the 
Supreme Court upheld the Maryland Court (United 
Railways Company vs. Baltimore, 127 Md., 660. Balti- 
more vs. United Railways Company, Supreme Court 
U. S.—October Term, 1915, Memoranda Cases). The 
main contentions were upon the interpretations of the 
word “repair,” and the point that repairs could not be 


1134 


construed as repavements. In course of opinion the 
Maryland Court of Appeals said: “All the grants which 
have been made to the defendant company since its 
formation have been made subject to the paving and 
repairing obligations imposed by the ordinance of 1897, 
and subject also to the payment of the park tax and 
other charges fixed by the Board of Estimate under the 
City Charter. The obligations to pave and repair, 
where tracks have been laid under that ordinance, have 
been assumed by the defendant, and it has paid the 
park tax since its formation, a sum amounting to more 
than six million seven hundred thousand dollars, and all 
franchise charges and general taxes and other costs, 
aggregating large sums, in adapting and adjusting its 
tracks and paving operations. The defendant is not 
claiming an exemption from taxation * * *, All of 
its property is taxed, and it contributes in general 
taxes to the cost of public improvements and the gen- 
eral welfare of the city large sums of money. It is re- 
sisting what it contends to be an unlawful and illegal 
exaction laid upon it by the act of 1914, Chapter 37.” 

Another form of unwarranted and improper inter- 
pretation of the statute appears in the attempts now 
being made in New York to construe the word “repair” 
so as to make it cover the removal and replacement of 
track pavements in connection with sewer construc- 
tion and repair undertaken by the municipality. There 
appears to be an obligation on the part of the railways 
to remove track structures which may interfere with 
sewer operations in common with other corporations 
having sub-surface structures in the streets. It will 
be seen that it is impossible to remove a paved track 
without first removing the pavement, involving the de- 
struction of the pavement. But the pavement is not a 
part of the track, and the railway’s duty under the law 
is only to repair and maintain pavement in its tracks 
and not wilfully to destroy it for some purpose desired 
by the municipality. Therefore, if the necessity arises 
for removal of tracks in such cases it follows that it is 
the duty of the municipality first to remove the pave- 
ment and also to restore the pavement after the track 
has been replaced. And this duty imposes no hardship 
on the municipality because it must remove and replace 
pavements in sewer operations in all streets where 
there are no tracks. Furthermore there arises the 
question as to who owns the pavement in the tracks, 
and P. B. Wittmer, Deputy State Tax Commissioner 
of the State of New York, in his “Letter to the Editor” 
appearing in the issue of the JOURNAL for March 10, 
1917, says: “The Court having ruled that such invest- 
ment (in track paving) does not represent tangible 
property owned by the railroads but is on the contrary 
the property of the municipality * * *.” Hence, if 
the track pavement is really owned by the municipality 
it must be its duty to remove it and replace it when 
necessary for purposes of its own sewer operations. 

It is gratifying to know that a case in point has been 
decided in favor of the railroad companies in a recent 
decision handed down by Justice Lehman in the Case 
of the City of New York vs. Whitridge, receiver Third 
Ave. Railway Co. 


EXERCISE OF POWER ARBITRARY 


Reference has been made to arbitrary and unre- 
stricted powers conferred on officials to require unwar- 
ranted expenditures under the broad terms of ‘most 
railroad pavement obligations. One instance of what 
appears to be an attempt to exercise this power un- 
fairly may be cited. A subsidiary of a large street 
railway corporation operating in New York City has 
tracks in an outlying street leading to a summer re- 
sort. The tracks are over twenty years old and are 
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paved with cobble, a comparatively cheap but service- 
able form of pavement which was installed when the 
line was built. There is and has been nothing but dirt 
in the street outside the railroad pavement area. There 
are no proceedings in hand for the construction of 
pavement in the street by the city. The street and 
tracks are not at established grade and the tracks will 
require relocation at such time as the city undertakes 
to put the street at established lines and grades. Never- 
theless the city officials ordered the railroad to repair 
the cobble track pavement by installing new granite 
blocks with grouted joints on a concrete foundation in 
the entire railroad area. Consider the injustice of this 
so-called “repair” with the foregoing conditions in 
mind. A pavement costing $3.50 or more per square 
yard is to replace a cobble pavement. The city hopes 
to get the use of a first-class pavement 18 ft. wide, 
about that of a state highway, and it proposes to do 
nothing itself in its own areas. Needless to say the 
railroad company is resisting such an arbitrary misuse 
of powers conferred upon the city officials. 

In Connecticut there is a statute which prevents such 
a misuse of power. Section 3837 of the General Stat- 
utes reads in part, as follows: “Such authorities shall 
not order such company to use any better or more ex- 
pensive kind of pavement or material for that part of 
the highway which it is the duty of such company to 
keep in repair, than is used by the town, city or bor- 
ough upon the remaining width of the highway, except 
for a space of one foot on each side of each rail, unless 
such better or more expensive kind of pavement or 
material was required in the order permitting the origi- 
nal location of such railway on such highway.” 


TRACK PAVING IS RAILWAY TAXATION 


Mr. Dunham in course of his article says: “To as- 
sume that this paving burden is of the nature of a fran- 
chise tax is erroneous * * *,” and then he proceeds 
himself to discuss the burden as a tax. Webster says 
in definition of the word “tax” that it is “a charge, es- 
pecially a pecuniary burden imposed by authority; a 
task exacted from one under control.” But we do not 
have to rely solely on the dictionary for affirmation of 
the correctness of the opinion that the paving burden 
of the railroad is a tax. It was recognized as such in 
the Philadelphia ordinance quoted. It has been recog- 
nized as such by the State Tax Commission of the State 
of New York in connection with the taxation of the 
intangible element of special franchises, as stated by 
Mr. Wittmer in his letter previously referred to. At- 
torney B. L. Spahr, in an article on “Taxing Electric 
Railways” in the issue of the ELECTRIC RAILWAY JOUR- 
NAL for Dec. 16, 1916, calls the paving requirement a 
form of local taxation comprised in requirements in 
municipal ordinances and says in part: “An annual tax 
on cars or other property may be imposed as a condi- 
tion of consent. The usual form, however, is a provi- 
sion requiring either the paving or repairing of streets, 
or both.” But the courts have also construed the obli- 
gation as a tax in the important case of the City of 
Rochester vs. Rochester Street Railway Company (182 
N. Y., 99) in the opinion by Chief Justice Cullen, which 
says, among other things: “The provision of the Gen- 
eral Railroad Law (Laws of 1890, Chapter 565, Section 
98) requiring street railroads to pay the cost of pay- 
ing between their tracks is an exercise of the taxing 
power of the legislature.” 

The present standard classification of accounts 
charges paving to capital under the construction ac- 
counts and to operating expense in operating accounts 
under the general head of “Maintenance of Way & 
Structures.” The question arises as to whether those 
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_ classifications are correct. In the first place the courts 


have ruled that investment in pavements does not rep- 
resent tangible property, and it seems improper to 
capitalize intangible property. But if the pavement 
requirement attaches to a franchise and is in the na- 
ture of a tax or payment for such franchise it must 
certainly be allowable to capitalize the cost of the pave- 
ment under the head of promotion expense or legal 
expense as a part of the intangible value of said fran- 
chise. In any event the investor and public should 
know that only about one-half of the total cost of a 
newly-paved track structure is for the track and that 
the other half represents the pavement cost which in 
turn is in reality a heavy tax or payment for the fran- 
chise. 

Again, if the cost of maintaining pavements which 
produce no income is a tax it would seem to be im- 
proper to charge it to paving under operating expense, 
because all other taxes are not so charged but instead 
are placed under the general head of “Deductions from 
Income: Taxes.” It would be better for all concerned 
to classify the paving maintenance account under the 
head of “Taxes: Paving Account,” thus putting the 
item squarely into the accounts as a tax, where it more 
properly belongs. ; 


CONCLUSIONS 


The foregoing discussion of paving matters has 
been presented with the view of bringing out some 
features of a form of taxation which are not often 
thought of as such and some conclusions may not be 
out of place, as follows: 

1. Existing statutes requiring pavement construction 
and repair in tracks are in.urgent need of revision so 
as to render them more in accord with the present con- 
ditions. 

2. Existing paving ordinances and regulations of 
municipalities which attach to railroad franchises also 
need revision. In fact a basis should be found whereby 
an equitable franchise tax of a fixed form can be sub- 
stituted for the present inequitable and variable pav- 
ing obligation. 

3. If relief could be obtained from the entire paving 
burden except for such expense as is caused by con- 
structing new tracks in existing pavements and by re- 
pairs or renewals occasioned only by track repair or 
reconstruction, such relief would greatly assist the rail- 
road companies. y 

4. The present pavement requirements are unjust to 
the car rider because he alone pays for pavements 
which he does not use and his fare now assists in pay- 
ing other people’s taxes in helping to provide pavements 
for business and pleasure vehicles to use. Such facili- 
ties should be paid for by the entire community. 

5. Statutory pavement requirements should be con- 
sidered as franchise taxes and, as such, they should be 
classified in the accounts. The paving requirement is 
a constant liability. From the very first the money in- 
vested in track pavements is an investment in fran- 
chise taxes and this money is all expended in creating 
a source of endless future taxation now expended under 
the guise of paving maintenance. 


The capital stock of the United Railways Savings & 
Loan Association, composed of employees of the United 
Railways, St. Louis, Mo., has been increased from 
$2,000,000 to $2,500,000, being the third increase since 
the organization in 1915. The original capitalization 
was $1,000,000. The association has 2400 members, who 


‘are saving $25,000 monthly. Thirty new homes have 


been built for members, and sixty-five other homes pur- 
chased, Loans have been made to 190 others. 
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Co-operation Between Transportation 


and Equipment Departments 


N order to impel platform men to assist in reducing 

equipment maintenance costs, H. W. Irwin, superin- 
tendent of car repairs Bay State Street Railway, re- 
cently furnished to Bay State Triangle Talks the 
following suggestions: 


Ways in Which Motormen Can Save Money for the 
Company. 


By notching the controller properly. This will save 
power and lengthen the life of motors, gears, controller 
and car body. It will reduce accidents, conduce to pub- 


- lic comfort through smooth acceleration, create a better- 


natured conductor who will work more efficiently, and 
save some time. 

By proper operation of the air-brake valve. This will 
save power and reduce wear and tear on air-brake and 
other equipment, and car body; will prevent accidents, 
create better public attitude through smooth braking, 
reduce number of flat wheels, save brakeshoe wear and 
make the conductor happy and cheerful, and therefore 
efficient. 

By running slowly over special work and railroad 
crossings. This will save flanges, trucks, etc. 

By not running on resistance, a common habit. 

By using switeh sticks as they are intended to be 
used; not as crowbars, sign sticks or ice chisels. 

By being careful not to break windows when switch 
sticks are hung on front of car. 

By opening and closing vestibule doors and windows 
properly. 

By pushing in or holding up fenders before car is put 
in carhouse. 

By watching clearance for double running boards, 
steps and arc headlights on corner of dashes. 

By not running on three motors. 

By proper handling of sand pail, scoop, motorman’s 
seat, etc. 


Ways in Which Conductors Can Save Money for the 
Company. 


By giving proper signals. This will reduce accidents, 
save time and promote co-operation from the motorman. 

By not slamming seat backs when turning, which 
loosens, mars and breaks them. 

By not trying their strength on the register and bell 
cords. 

By not dropping hinged fenders but rather lowering 
them carefully. 

By not slamming double running boards down or up. 

By not throwing and dropping tail lights. 

By turning off heaters when not required. 

By handling adapter signs properly, not throwing 
them on the ground at the carhouse or under seats in 
the car, but rather placing them in the sign box. 

By careful handling of sign sticks, flags, brooms, and 
pails and scoops. 


Increase in Earnings 


The earnings of the Arkansas Valley Interurban Rail- 
way, Wichita, Kan., practically doubled in 1916, on a 21 
per cent increased mileage. The road is also showing 
gains this year over 1916. The freight business, which 
is about 12 per cent of the total, is increasing at prac- 
tically the same rate as the passenger business. It is an 
interesting fact, in view of the passenger increase, that 
Sedgwick, Harvey and Reno, the three counties served 
by the interurban, have 11 per cent of the automobiles 
owned in the 105 counties of Kansas. 
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TRACK CONSTRUCTION SCENES IN DALLAS, TEX. 
Illustrations Showing Methods of Preparing Roadbed, Welding Joints, Setting Steel Ties and Draining Track 
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A Modern Type of Track Construction 


Welded Joints, Steel Ties and Tile Drainage System Play Im- 
portant Parts in New Track Work—The Author Describes the 
Methods Employed in Rebuilding the Recently Completed Double- 
Track System of the Dallas Consolidated Electric Street Railway 


By R. G. TABER 


Superintendent of Construction Stone & Webster Corporation, Dallas, Tex. 


) 


URING the last few years track construction in 

permanently paved streets in Dallas, Tex., has 

been through a revolutionary stage, many new 
features being introduced, such as the Goldschmidt 
Thermit welded joints, International twin steel ties, 
gravel ballast with longitudinal tile drains, and numer- 
ous smaller details. 

It is not the intention of the writer to describe in 
this article what he considers the best type of track 
construction, for during the last twelve years of his 
connection with city street railway track work many 
concrete opinions that were formed have been “knocked 
into a cocked hat.” There still exist considerable differ- 
ences of opinion as to what constitutes the best type 
of track construction on permanently paved streets, not 
only in Dallas but also in other cities. It has been 
proved here, and elsewhere as well, that the concrete 
beam construction without ties of any nature is an abso- 
lute failure. Another type, namely, the solid concrete 
construction with 6-in. concrete base under 6-in. x 6-in. 
wooden ties, spaced on 4-ft. centers, is not considered 
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successful by all engineers, even though it is conceded 
to be far better than the beam construction. The rail 
becoming loose, either from cutting down into the tie 
and concrete or from pounding joints, which in the 
majority of cases is the cause of all loose rails, starts 
a pumping action, destroying the paving foundation and 
paving surface adjoining the rail. It is impracticable 
to break out the concrete for repairs, especially where 
operation has to be maintained. The solid concrete 
construction gives a very firm roadbed, to be sure, but 
in my opinion this rigidity plays an all-important part 
in the production of corrugation; in fact, this is con- 
sidered by some to be the primary cause which creates 
this condition. Of course, there is corrugation to some 
extent on street railway tracks not laid with the con- 
crete foundation, but not so much and it only occurs 
where the track has been down for some time and the 
ballast under the ties has become compact in place, thus 
losing its resiliency. 

With the knowledge of these defects before us, our 
problem was to design a track adequately drained and 
resilient to a certain degree, and to eliminate the well- 
known trouble starter, the joint. In other words, we 
were trying to find that type of track construction of 
low first cost, which gives a long life with least main- 
tenance cost. Whether or not the type of construction 
which the writer is about to describe is one of this 
class can only be answered by time, which condemned 


the beam construction and brought out the defects of 
the solid concrete construction. 

On Jan. 3, 1916, the rebuilding of the double track 
of the Dallas Consolidated Electric Street Railway on 
Commerce Street from the H. & T. C. R. R. to Exposi- 
tion Avenue, a distance of approximately 4800 ft., was 
started. The street was originally laid with Carnegie 
7714-lb. low T-rail in macadam paving. The old track 
was torn out with No. 19 Barrett track jacks, and the 
rails were hauled about 1 mile and stacked at a cost of 
approximately 10 cents per lineal track-foot. 


USE OF STEAM SHOVEL PROVES IMPRACTICABLE 


The excavation, which was sub-contracted, was then 
started, and an attempt to do this with a steam shovel, 
as shown in photograph No. 1, was made, but to no 
avail, on account of the shallow cut. The shovel would 
take the street down only to within a tenth of the proper 
sub-grade and then it was necessary to dress off by 
hand. After a trial for two blocks the steam shovel 
was taken out, as it proved to be too expensive. It 
might be well to state here that as soon as any section 
of the ditch was completed, tile laterals, that were to 
connect to the main tile drain in the center of the com- 
pleted track, were connected to the storm sewer inlets. 
This was done to drain the ditch in case of rain as 
quickly as possible and thereby to avoid delaying the 
work—just a little safety-first in actual construction. 
The ditch sloped from the outside edge toward the 
center. This was done to throw all seepage water into 
the drain and to avoid any puddling of the sub-base 
directly under the tracks. The trench completed, con- 
creting was started as shown in photograph No. 2. 
This consisted in placing a 6-in. concrete sub-base or 
concrete mat, the aggregate being bank run gravel of 
the proper propcrtion, which was lined out along the 
side of the trench in convenient amount. The concrete 
mixer, a Koehring traction paver, used this gravel as 
the concrete was poured. Precaution was taken to have 
the slab slope toward the drain in the center to prevent 
any water from collecting under the ties and thereby 
causing the ballast to become mucky. 


STEEL TIES USED 


After this sub-base had set for about five days, the 
International twin steel tie was placed upon it on 6-ft. 
centers and the rails fastened thereto, as shown in 
photograph No. 3. The cross-section reproduced here- 
with shows the general detail of track construction 
used. The rail was the Lorain Steel Company’s sec- 
tion 103-478 grooved girder with the latest curved 
head, this curved head being considered another aid for 
the prevention of rail corrugation. The rails were held 
together with 2-in. x 6-in. temporary wooden splice 
bars with a 34-in. “dutchman” separating the rails, as 
shown in photograph No. 4. These joints were later 
welded. After the rails and the ties were in place, the 
ballasting followed. The method used in pulling the 
ballast into the track was described in the Jan. 6, 1917, 
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issue of the ELECTRIC RAILWAY JOURNAL. It consisted 
in fastening one end of a rope to a scraper, passing the 
rope through a pulley which was hooked over a rail of 
the adjoining track, and tying the other end to a car. 
The scraper was taken out beyond the dirt pile and the 
car was started, causing the scraper to be pulled in 
toward the track, gathering a load of ballast as it came. 
The old adage that “necessity is the mother of inven- 
tion” again proved to be true. Upon discovering that 
shoveling the ballast by hand was costing 12 cents per 
cubic yard and at that rate the item of ballasting would 
overrun the cost allotted, the above-mentioned scheme 
was resorted to, thereby reducing the cost to 5 cents 
per cubic yard. 


TILE PIPE USED TO DRAIN BALLAST 


While the ballast was being placed, the 6-in. tile drain 
in the center of the track (see photographs Nos. 5 and 
6) was installed. This tile was laid with loose joints, 
covered with 2-in. rock, the tile being tapped off with 
a lateral to the inlet boxes in the gutter at approxi- 
mately every 1000 ft. and then connected to the city’s 
storm sewer as previously stated. When the ballast 
was placed the track was lined, surfaced and tamped 
to the proper grade. While the surfacing and tamping 
were being done on one track a water car filled with 
water and weighing 75,000 lb. was operated over the 
track previously tamped. These operations were car- 
ried on alternately until the slightest depression in the 
surface was cleared up and the tracks remained in 
good condition as to line and surface, care being taken 
that the ballast was thoroughly dampened while being 
tamped. The water car was operated over the track 
approximately ten hours prior to the laying of 6-in. 
concrete paving foundation, and by this means the bal- 
last under the ties was thoroughly settled. The con- 
crete paving base was then poured in the same manner 
as was the sub-base. At each joint concrete was left 
out to allow for welding. 


WELDED JOINTS USED 


Two days after the concrete paving base had set up 
the welding was begun, the temporary wooden fish- 
plates being removed and the joints cleaned preparatory 
to the welding. The type of weld used was the Gold- 
schmidt Thermit, as stated before. This method con- 
sists briefly of placing an insert in the 34-in. opening 
left when the rails were placed, the rail being thor- 
oughly cleaned and molasses asbestos strips applied 
around it about 21% in. from the joints. . Molds were 
made by the molder (photograph No. 7) and were then 
luted (photograph No. 8) after they had been made 
fast to the joint. The joint was then preheated (photo- 
graph No. 9), and in the meantime crucibles were made 
ready to pour when the rail ends were heated to a 
cherry red heat. The joint was then poured (photo- 
graph No. 10), after which it was dressed down by the 
grinder to the completed joint. The paving, which con- 
sists of a 2-in. surface of Bitulithic pavement with two 
rows of 3'%-in. x 4-in. x '8-in. creosoted wooden blocks 
on each side of the rail, followed close behind the weld- 
ing, and the job was finally completed on May 1, 1916. 


FOUNDATIONS FOR CROSSINGS 


In connection with this job, there were installed under 
one single-steam double-electric manganese crossing and 
one double-steam double-electric manganese crossing, 
the International twin steel crossing foundation. 
Photograph No. 11 shows the steel foundation for the 
single-steam double-electric crossing inverted, ready 
for concreting. Photograph No. 12 shows the crossing 
in place on the foundation. 
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Review of Workingmen’s Compen- 


sation Acts 


HE National Industrial Conference Board has just 

published a report entitled “Workingmen’s Compen- 
sation Acts in the United States—the Legal Phase.” 
According to this report, thirty-seven states and four 
territories of the United States now have such com- 
pensation laws, and the principal of workingmen’s com- 
pensation applies to more than two-thirds of the wage 
earners of the United States. A striking feature of 
these acts are their inconsistencies. One source of con- 
flict among them is the significance given to the term 
“accident.” In the English compensation act, largely 
used as a basis for American legislation, the liability 
is expressed by the phrase “personal injury by accident 
arising out of and in the course of employment.” In 
the compensation acts of fourteen states, this language 
is followed identically; in others, the words “by acci- 
dent” are omitted, thus broadening the liability; in some 
cases the words “out of’ are also omitted, further ex- 
tending the liability to cover injuries received in the 
course of employment, although the occupation has no 
direct connection with the injury. For instance, the 
Ohio Industrial Commission awarded compensation to 
the dependent of a stenographer because, while taking 
dictation from her employer, she was murdered by a 
jealous suitor; the New York Industrial Commission 
awarded compensation for the death of a street railway 
process server from gangrenous diabetes, alleged to 
have resulted from having his toes trodden upon by a 
fellow-passenger in a street railway car of the company 
which employed him. 

Several important constructive suggestions are made 
in the report. The first is that the various states, in 
order to reduce existing conflicts and uncertainty, im- 
mediately undertake to establish a permanent scientific 
and ‘uniform system of compiling accident statistics. 
This would be a great step toward determining definite 
standards of liability and equitable compensation rates 
and would enable legislators to judge the real hazards of 
various occupations and “permit the just extension of 
the compensation principles to many workers now arbi- 
trarily excluded from its terms.’’ A second is that a 
clear. distinction be drawn in statutes between ‘“‘occupa- 
tional disease,” ‘“‘accident” and “injury.” 

This report on the legal phase of workingmen’s com- 
pensation act is to be followed by other reports on the 
medical, economic and administrative phases. The Na- 
tional Industrial Conference Board, whose headquar- 
ters are at 15 Beacon Street, Boston, is also conducting 
investigations of various other industrial problems on 
which reports will be issued in due course. 


New Haven to Curtail Schedule 


The New York, New Haven & Hartford Railroad plans 
to reduce its schedule by 199 passenger trains a week, 
subject to consideration with the public service commis- 
sions of Massachusetts, Connecticut, Rhode Island and 
New York, in compliance with the orders and sugges- 
tions of the special committee on National Defense of 
the American Railway Association. This curtailment is 
to be made in order to provide for the maximum move- 
ment of fuel, food, supplies. and troops necessitated by 
the war. Of the total number of trains to be eliminated, 
157 are weekday trains and forty-two Sunday. The 
curtailment of this service will be made where there 
will be the least interference with travel, and by discon- 
tinuing trains the patronage of which is light. The 
Massachusetts Public Service Commission ordered a 
hearing to consider the proposed curtailment of service. 
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How the Costs of Rendering Service 
Are Steadily Going Up 


Comparison of Reports from a Number of Electric 
Railway Companies in All Sections of the Country 
Show Marked Increase in Materials and Labor— 
Effect of the War 


Statistics Are Given—The 
By IVY L. LEE 


American industry which has so far been unable to 

adjust its prices to the increased costs of the last 
few years. The point has been suggested that electric 
railways should not seek exemption from the burdens 
of the war by imposing added charges upon the public. 
The fact is that electric railways are the only industry 
which so far has been unable to adjust itself to the 
burdens imposed before America entered the war. 

Added costs incident to America’s entrance into the 
war remain to be seen. The increased costs already en- 
countered are not a result of the war—they are the 
result of a revolutionary change in all economic condi- 
tions which has been going on for the last ten years 
and which has become particularly acute during the 
European war. 

It is the tendency which at the moment is at work 
which is the most dangerous factor in the situation. 
That tendency spells immediate bankruptcy for many 
companies; it spells danger in the future for very many 
more. 

The world is undoubtedly approaching a state of 
economic exhaustion. The stock of what economists call 
the “consumable wealth” is being used up. That means 
that all the additional articles which are produced are, 
measured in terms of money, much more precious. 

The vital fact relating to all commodities to-day—and 
street railway traffic is a commodity as much as any- 
thing else—is not only that the service or commodity 
itself is more valuable but that the dollar with which 
these commodities are purchased is very much less 
valuable, 

Every industry in the world today is on an abso- 
lutely new basis. Revolutionary influences are at work. 
To disregard these influences, to refuse to admit the 
change in the economic weather which the barometric 
indications of the times undoubtedly foretell, is to do 


[se electric railways constitute the one great 


nothing less than to invite disaster. 


The operation of every business is subject to a certain 
arithmetical equation which can no more be denied than 
can the oncoming of the tides. That equation is this: 
You cannot subtract a greater sum from a lesser. 

If the street railway service of this country costs an 
average of 6 cents per passenger, that cost will have to 
be paid. The public may take it upon itself in the form 
of taxes rather than imposing it upon the person who 
uses the service. But that does not alter the fact that 
the bill will have to be paid. An essential part of that 
bill is the cost of obtaining the capital with which to 
render the service. These are economic considerations 
of the most fundamental character, yet it is astonishing 
how many public officials remain blind to them. 

To find out just what the facts are, and especially the 
tendencies which are at work, the ELECTRIC RAILWAY 
JOURNAL recently addressed a questionaire to a large 
number of electric railway operating companies in dif- 
ferent parts of the country. The results of these in- 
quiries are most interesting. They are primarily indi- 


cative of the tendency. 
The actual figures do 
not yet disclose the re- 
sults of the abnormal 
influences which are at 
work with steadily in- 
creasing intensity. But 
what has happened is 
startling enough. 

It may be that particular companies will show favor- 
able results even under present conditions, but to arrive 
at a sound conclusion as to the industry as a whole, 
fundamental tendencies universally at work must be 
studied. If those fundamental tendencies are under- 
mining the industry, is it not vital to the industry as a 
whole that steps be taken to neutralize these tendencies? 
That can only be done by arranging that the public 
shall pay the increased costs for the service it is re- 
ceiving. 

Below will be found a recapitulation of the reports 
received from all over the country. 


IVY L. LEE 


LABOR AND SUPPLIES 


The cost of labor to electric railway companies 
may be very roughly stated to have risen during 
the past five years by about 25 per cent. This estimate 
is based upon returns from eighteen states and, if any- 
thing, is below the mark. The change in the wage fac- 
tor has been less in the West than in the East. An elec- 
tric railway operating on the Pacific Coast, for instance, 
reported that the added burden of increased labor cost 
was about 10 per cent. At the other extreme are Penn- 
sylvania and Connecticut, where the demands of the 
steel plants and munition factories at times made un- 
skilled labor almost unobtainable. In Pennsylvania cne 
company reports having had to pay an increase of 100 
per cent for common labor employed in track laying and 
other construction work, and from Connecticut comes a 
report showing an increase of 60 per cent for this labor. 

The rise in wages of semi-skilled labor has been less, 
but taking the average motormen, conductors, yard 
hands, etc., the following increases may be accepted as 
thoroughly conservative: In Missouri, from 15 per cent 
to 20 per cent; Indiana, 20 per cent to 25 per cent; Wis- 
consin, 20 per cent; Maryland, 25 per cent to 30 per 
cent; Georgia and Massachusetts, about 30 per cent; 
Connecticut, from 17 per cent to 40 per cent; California, 
from 25 per cent to 45 per cent; Maine, from 15 per 
cent to 50 per cent, and Pennsylvania, from 25 per cent 
to 60 per cent. 

The cost of materials and supplies used by electric 
railway companies has increased at least 42 per cent 
in the last three years. This is indicated by comparing 
313 items used by eighteen different corporations scat- 
tered all over the United States. 

While weighted averages are not available, the fol- 
lowing table shows the classification of the items, the 
number considered under. each classification and the 
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average per cent increase in present price over the price 
paid during the first half of 1914: 


Average 
Per Cent 
Increase in 
Price Last 


Number Order 

of Items Over Price 

mee Con- Paid First 

Division sidered Half 1914 
L... Cay Aruel: ” SBIR Se, | os «oc: caishire titre na 35 28.8 
2 Car mator. Danes: | coun ces pec ee 35 41.1 
S Gar contralieni parts: 452 finn cas kao ere 21 33.3 
4 Car’ air brake parts os. aca spe aiesea wees 20 6.7 
& Car, headlight .nerté:...ssi2.ces ee eee 13 42.8 
6 Car trober sparta... 5...2Suatn 4a eee 16 66.8 
7 Car circuit breaker and contactor parts... 6 49.3 
8 Car supplies—Miscellaneous.............. 43 38.4 
9 Car parts—miscellaneous ............... 20 20.4 
Sl) Sant, WADIMEN, OTC. css aeite a tains eaten: 16 43.0 
4a" Wire, Miscellaneous. >.< <4 Paes eeeo Meee tae 38.0 
te Malis, .scréws, iran, "Ate; vate dente etre 17 113.9 
18> Track moaterfatic he... sce cere Cee eee 14 56.1 
14 Overhead line material............000000 20 38.4 
15 Miscellaneous tools and supplies.......... 24 51.0 


Grand total for 32 Bien... awn aeas as Oe 


In some parts of the country the total average in- 
crease seems to have been less; in others it is consider- 
ably more. The figures vary from 25 per cent increase 
on the Pacific Coast, to 50 per cent increase in the 
Eastern states. Some of the individual items have 
soared out of all proportion to the aggregate. Paints 
and varnishes, from linseed oil to English vermilion, 
have gone up, the former, 140 per cent, the latter, 470. 
Wire goods from nails to magnet wire have risen from 
100 per cent to 150 per cent. Brakeshoes are up 200 
per cent, and in some cases steel castings and tool steel 
have also trebled in price. 

Steel rails have steadily risen and current prices vary 
from 30 per cent to 42 per cent above 1912 quotations. 


Rail bonds are up 80 per cent, and fastenings and points — 


and pole-line hardware show similar increases. Ties 
have risen from 25 per cent to 40 per cent, and all lum- 
ber shows heavy advances, creosoted pine poles now 
being 75 per cent above what they were five years ago. 
It can be stated as an absolute fact that a car costing 
less than $5,000 only three years ago costs to-day some- 
thing in excess of $8,000. 

The costs of materials are steadily rising. The pros- 
pective shortage in industrial labor will be reflected in 
progressive increases in material costs. To the extent 
that the government absorbs commodities necessary for 
the war there is an increased price which must be paid 
by the electric railway company for its materials: it is 
a direct burden of the war. 


FUEL AND TAXES 


Fuel has undergone and is undergoing an extraordi- 
nary increase in value. Of course, to some extent many 
corporations have been protected by long-time contracts 
or supplied with hydroelectric power, but those which 
have had to rely mainly on coal and have had to go into 
the open market and make their purchases, have paid 
as high as 100 per cent more than they did five years 
ago. One corporation in Connecticut was caught short 
during the worst period of last year and paid 360 per 
cent more for coal than the 1912 price. Another cor- 
poration in Ohio and one in Maine paid 200 per cent 
more, and all over the country increases of from 45 per 
cent to 100 per cent in fuel costs have been common 
among inadequately protected corporations. 

New fuel contracts for next year are being made. In 
this item is to be found one of the most serious menaces 
to railway income accounts. 

Taxes have increased on an average about 40 per cent 
in the last five years. Electric railways in Connecticut, 
to be sure, have benefited by a change in the law, and 
now that the assessment is levied by a percentage tax 
on gross revenue the taxes paid by the company have 
decreased about 6 per cent. 
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On the other hand, electric railway taxation in Cali- 
fornia has increased 269 per cent in ten years. Varying 
munieipal taxation in different cities accounts for one 
corporation in the Middle West paying only 25 per cent 
increase over the taxes of five years ago, while another 
corporation in the same state but in a different town 
has seen its taxes increased 84 per cent in the same time. 
Cities in Ohio have been particularly severe on electric 
railways, the increase having been nearly 80 per cent. 


SPECIAL EXPENSES DUE TO REGULATION 


Most of the companies canvassed do not appear to 
keep very accurate track of these costs which, of course, 
fluctuate with irregularity. Some corporations seem to 
think that the expense to them of public regulation is 
trifling compared with the materially improved service 
and more up-to-date operation which it has secured. 
Others advance the theory that much of the time of 
highly-paid executives and experts is frittered away at 
public hearings on frivolous complaints. 

Some states require very full reports and valuation 
returns, and in California the cost of compiling these is 
estimated by one corporation as having exceeded $100,- 
000 since 1912. Some companies which make a sepa- 
rate accounting of the cost of public regulation place it 
as high as 2 per cent total gross operating expenses. 

The cost of regulation, however, cannot be considered 
an abnormal burden. The results of regulation are too 
valuable. But the cost ought to be borne in mind as a 
fact; the benefits accrue to the public quite as much as 
to the companies. 


LOSSES FROM COMPETITION 


The general public has no conception of the enormous 
losses caused to the electric railways by the competi- 
tion of the pleasure vehicle and the too often derided 
jitney bus. The estimates of various corporations 
differ widely, but a careful study of actual figures leads 
to the conclusion that every pleasure vehicle takes 25 
cents a day out of the gross traffic receipts of the elec- 
tric railways of the city in which it is run. In some 
cases in the Western states the aggregate loss amounts 
to 25 per cent of the gross traffic receipts. 

In large cities like Boston and St. Louis, where the 
companies have made an effort to keep careful track of 
this factor, the loss runs from $3,000 to $4,000 a day. 
In Boston, where this loss has been subdivided, it is 
found that the jitney takes 6,000,000 nickels a year 
from the electric railways, and the automobile 22,- 
000,000 nickels a year, a total loss of $1,400,000. 

It will thus be seen that the added burden of the 
increase in cost of labor and in cost of materials and 
supplies combined with the ever-growing competition 
of jitney buses and automobiles, has been such in the 
last five years that it is only by paying the closest at- 
tention to economy and overating efficiency that many 
electric railways have been able to continue operation 
at all on the present 5-cent fare. 


EFFECT OF THE WAR 


The entry of the United States into the war will 
undoubtedly have a further adverse effect upon their 
economic situation. This country hardly realizes as 
yet that it is at war, but as the part taken by the 
United States in the actual conflict grows more and 
more important, war conditions will very rapidly press 
themselves upon every phase of our industrial and 
commercial life. The electric railways will be princi- 
pally affected by the decrease of their earning power 
and the increase of their costs of operation. 

It cannot be doubted that war conditions will in- 
crease the cost of labor and bring about higher wages, 
because all over the country the demand for semi- 
skilled labor in mechanical trades will be greatly in- 
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creased, and this will mean a corresponding rise in 
wages. 

There is no reason to doubt that the present ascend- 
ing scale of prices will be maintained not only until the 
end of the conflict but perhaps for two or three years 
after the restoration of peace. 

Increased taxes will also be inevitable. The ten- 
dency among the national, state and municipal legis- 
latures is very clearly toward increasing the taxes 
paid by corporations. 

If costs will continue to soar Pater war conditions, 
the earning power of the electric railways will also be 
decreased. A great many trained men have already 
joined the colors and the selective draft will in many in- 
stances take young men between the ages of twenty- 
one and thirty whose places it will be impossible to fill. 
This factor reaches all through every branch of electric 
railway operation from the clerical forces in the presi- 
dent’s offices to the unskilled labor in the construction 
department, but it will perhaps be most keenly felt in 
the engineering, mechanical and operating branches. 

Besides the men called to the colors, others un- 
doubtedly will be attracted by the higher wages offered 
elsewhere to fill the labor shortage in other mechanical 
trades. All this will lead to decreased efficiency of 
the operating forces and disorganization in the staffs. 
The net result will be a decrease both in the quality 
and quantity of labor which in turn cannot fail to 
decrease earning power. 

Another factor which must not be lost sight of is the 
freight situation. Car shortage and embargoes will 
lead to deferred delivery of materials necessary to the 
maintenance and construction. There can be no doubt 
that in order to move the crops and handle the food 
situation as well as transport the enormous quantities 
of supplies which the government must have, it will be 
necessary to impose embargoes upon freight not essen- 
tial to the conduct of the war. 


* * * 


The foregoing covers in a very general way a state- 
ment of the more fundamental factors which are at 
work. It is our purpose next week to print specific 
replies received, although the names of companies, ac- 
cording to our agreement, will be withheld. It is of 
moment that this whole question should be considered 
broadly on its merits rather than be judged with ref- 
erence to merely local considerations or prejudices. 


War Preparations Effect Traffic 


Increase 


Since war preparations began the United States 
Quartermaster’s Depot at Jeffersonville, Ind., has in- 
creased greatly in importance. From a few hundred, 
the number of seamstresses called there for work has 
been swelled to several thousands. The Louisville & 
Southern Indiana Traction Company, issuing transfers 
from the New Albany-Jeffersonville line to the Jeffer- 
sonville city car running to the depot, carries many from 
New Albany. The large amount of sewing has inter- 
ested women on the Kentucky side of the river, and 
hundreds daily cross for the bundles of white canvas 
distributed by the depot. The cross-river service has 
been from station to station, and the jitneys began to 
monopolize the business from the Jeffersonville station 
to the government depot. A swarm of them entered 
the field, and prospered until the railway instituted a 
through service from the interurban station at Louis- 
ville to the government depot in Jeffersonville, fare 
10 cents each way, with the result that the jitneys have 
virtually been put out of business. They swarmed to 
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such a degree that the chief of police of Jeffersonville 
sought to have the City Council enact a $25 license ordi- 
nance. In this attempt, however, he failed. 


Eight Transfers for Fifty-two 


How United Railroads of San Francisco Has Miti- 
gated the Terror of Transfer 


IKE other railways, the United Railroads of San 

Francisco has never lost sight of the losses due to 
the reckless and wrongful use of transfers. However, 
the rising cost of railroading, including the increase in 
paper itself, recently proved an extraordinary stimulus 
for improvement. In consequence a new transfer has 
been adopted, which reduces the varieties of transfers 
from fifty-two down to eight, as it is not necessary to 
have a separate transfer for each line. 

Aside from this saving, the new transfer has also de- 
creased the average number of transfer complaints 
from eight a day to that number per month. It has also 
cut the average length of ride because it has helped the 
transfer passenger to take the shortest route to his 
destination. Another advantage is that it is used by 
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GROUP STYLE OF TRANSFER—SAN FRANCISCO 
front-end street collectors, who identify their issues by 
perforating the section marked “Extra Conductor.” 

All the routes of the company are divided into four 
groups: Group 1 comprises all lines terminating at 
Market Street Ferry. On this group a yellow transfer 
is used for inbound passengers and a white transfer for 
outbound passengers. These transfers show issuing 
group and the destination. 

Group 2, of routes, comprises the lines terminating 
at Market Street or at the Southern Pacific Depot. 
Here, too, inbound transfers are yellow and outbound 
transfers are white. 

Group 3 comprises the lines crossing Market Street. 
Pink is used for northbound and‘ orange for southbound 
transfers. 

Group 4 comprises short-trip or feeder lines. On 
these lines only one (white) transfer is required as 
the punch showing the destination takes care of the 
direction. 

These groups call for seven varieties of transfer. 
The eighth variety is that issued at the corner of Kearny 
and Polk streets to the Municipal Railway on Geary 
Street. This transfer is yellow. 

Passengers understand now that one transfer will 
enable them to ride on three cars when necessary. The 
conductor of the second car validates the transfer by 
punching the section which reads: “When punchec 
here shows that passenger has ridden on two gars.’ 
This transfer so validated is taken upon the third car. 
No record of this intermediate travel is made by the 
conductor of the second car inasmuch as the transfer 
itself tells the story. 

From the third car a passenger can transfer to a 
feeder connection by asking for a short-line transfer. 
There are, of course, certain exceptions No prevent 
doubling back, but these are few and readily under- 
stood by all concerned. 
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Third Avenue Opens Fare Case 


Opening Hearings Before the New York City Commission 
Deal with Counsels’ Arguments Regarding Power of the 
Commission and with a Presentation of Financial Exhibits 


HE campaign for increased electric railway fares 

in New York City was begun in earnest on Monday, 

June 18, with the opening presentation of the case 
of the Third Avenue Railway to the Public Service 
Commission for the First District of New York. The 
hearings continued all day Tuesday, and were scheduled 
also for Thursday and Friday. 

From the very beginning it was evident that counsel 
for the city intended to oppose the company upon every 
conceivable ground. It was apparent that an attack 
would be specially directed against the company basing 
its case upon a reorganization valuation made in 1910. 
Furthermore, questions were raised as to how the re- 
fusal of the company to obey a depreciation order of the 
commission in 1912 should affect its calculations cf a 
fair return, and as to whether the present financial con- 
dition of the company is to be permanent or is merely 
the temporary result of the long strike in the second 
half of 1916. The city challenged the power of the com- 
mission to increase rates and in general took technical 
exceptions to the company’s exhibits upon the ground of 
irrelevancy. 


OPENING STATEMENT BY COMPANY 


In his opening statement for the Third Avenue Rail- 
way, Alfred A. Cook pointed out at length the financial 
ills of the company and the reasons for its application 
for relief. He outlined from statistics, later pre- 
sented the steady decrease in receipts and the increase 
in expenses during the last few years, and said that 
even the desired 2-cent charge for transfers might not 
prove sufficient. Such relief would help, however, and 
all that the company desired was plain, simple justice. 
It was not asking for stock dividends, Mr. Cook said, 
but for a fair return on its honest physical valuation so 
as to avoid disintegration of the property. 

Mr. Cook averred that under the Public Service Com- 
mission law the commission has power to increase rates 
so as to give a fair return. In his opinion the Ulster & 
Delaware decision by the New York Court of Appeals 
shows this conclusively. He referred to a recent decisicn 
by Charles E. Hughes as referee in a Brooklyn Borough 
Gas Company case, to the effect that the commission can- 
not increase rates above the 80-cent maximum prescribed 
by law. He explained, however, that the Public Service 
Commission law contains a specific mandate limiting 
commission jurisdiction over gas rates, but that no such 
prohibition exists in the case of electric railways, and 
the commission can act in exercise of the fully delegated 
power of the legislature either to lower or raise their 
rates. Mr. Cook also mentioned the North Shore Trac- 
tion Company decision as showing that franchise rate 
provisions must give way when the legislature speaking 
through the commission believes that a carrier is re- 
ceiving less than a fair return. 


City Moves To DISMISS CASE 


Ernest E. Baldwin, special counsel for New York City, 
challenged the jurisdiction of the commission to grant 
the relief asked and also the competency and the ade- 
quacy of the company’s petition. He asserted that if 
the company needed justice it must look to the Legis- 
lature. Moreover, if the commission had jurisdiction 


in the matter, the company’s petition should show, first, 
that the present rates are insufficient, and, second, that 
they are unjust and unreasonable. If the existing rates 
are insufficient, the strike of last year is the cause, for 
operating costs have been about constant. In his 
opinion, therefore, the rates are not unjust or unreason- 
able. Chairman Oscar Straus refused to dismiss the 
company’s petition, but stated that he would take under 
advisement Mr. Baldwin’s motion regarding the power 
of the commission. 


COMPANY REVENUES HAVE DECREASED 


In support of its petition for relief the Third Avenue 
Railway filed various financial exhibits, some of which 


TABLE I—CONSOLIDATED INCOME STATEMENT OF THIRD AVENUE 
RAILWAY FOR THE Four MontHS ENDED APRIL 30 


i9i7 1916 1915 1914 
Car mileage... 11,028,903 11,335,485 11,458,284 10,733,942 
Ope ae revenue: 
ransportation .. $3,236,709 $3,407,895 $3,285,729 3,098,64 
Advertising ..... 26,666 26,666 ,666 : seieae 
TROWIUR os erect eat ae 56,478 54,851 56,491 63,631 
Sale of power.... 14,391 14,127 8,054 36,911 
Total operating 
revenue - $3,334,246 $3,508,542 $3,376,942 $3,236,024 
Operating expenses: 
Maintenance of 
Ee oor cross $256,766 $193,144 $227,492 $266,818 
Maintenance of 
way — Removal 
of snow, ice and 
Sana eo} ae 61,827 123,974 48,645 143,498 
Maintenance of 
equipment .... 253,429 201,711 222,647 230,221 
POWEI Nee ny eee te 329,539 259,591 264,451 262.311 
Operation of cars 1,015,438 976,027 944,350 922,136 
Injuries to persons 
and property.. 306,929 251,278 211,130 260,975 
General and mis- 
cellaneous 151,904 175,254 167,536 156,521 
Total operating 
expenses—not 
including de- 
preciation .. $2,375,835 $2,180,983 $2,086,254 $2,242,483 
Net operating reve- 
NUG™ frente se eer ae $958,411 $1,322,558 $1,290,687 $993,540 
TAR OSs tees cl eee te 276,594 295,191 242.694 239,434 
Operating income. $681,816 $1,027,367 $1,047.992 $754,105 
Interest revenue... 55,549 54,616 26,416 26,844 
Gross income... $737,365 $1,081,983 $1,074,409 $780,950 
Deductions from in-, 
come: . 
Interest on under- 
lying mortgage 
DOndS aw heed ae $182,693 $182,693 $182,693 $187,808 
Interest on first 
refunding bonds 293,206 293,206 266,266 232,406 
Interest on ad- 
justment mort- 
gage bonds 375,600 375,600 375,600 375,600 
Interest cn notes 
payable ...... 1,498 2,101 3,192 41,391 
Track and_ ter- 
minal privileges 4,553 4,734 4,813 4,386 
Miscellaneous rent 
deductions ; 3,339 4,176 5,564 5,036 
Amortization of 
debt discount 
and expense... 6,148 4,295 972 972 
Sinking fund ac- 
COUNTS. 051 11,160 10,000 10,000 10,000 
Miscellaneous 8,550 7,990 2,932 2,560 
Total deductions $886,750 $884,798 $851,935 $860,162 
Net income—not in- 
cluding deprecia- 
EhOM ec A vaats «ones *$149,384 $197,184 $222,373 *$79,212 
Deduct depreciation 
reserves. iitniins fuidlaatenie © an wane 189,680 170,000 
Net income ..... *$149,384 $197,184 $32,693  *$249,212 


* Deficit. 
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apie 11—Errect on Nev? INCOME OF THIRD AveNUE RarWay Hap THe MAINTENANCE EXPENSES AND THE DEPRECIATION ALLOWANCE 
EQuUALLED 20 PER CENT OF OPERATING REVENUES 


-———_Four Months, Jan. 1 to April 30—— 
1916 191 


-Twelve Months to June 30- 
oO 


1913 


: \917 5 1914 A 1916 19 1914 
Operating revenue, .....$3,334,246.56 $3,503,542.37 $3,376,942.18 $3,236,024.11 $11,136,370.18 $10,885,859.39 $10,858,216.03 $10,117,847.36 


20 per cent pursuant to 
Public Service Commis- 
sion orders to cover 5 
actual maintenance 

$666,849.31 


and depreciation..... $700,708.47 $675,388.43 $647,204.82 $2,227,274.03 $2,177,171.87 $2,171,6438.20 $2,023,569.47 
Maintenance and depre- i 
ciation—per the books: 
Maintenance of way 
and structures ... $318,594.42 $317,119.04 $276,137.83 $410,317.11 $1,090,700.85 $925,978.89 $1,012,646.16 $838,620.95 
Maintenance of equip- 
etsy Ue a So oe ee 253,429.01 201,711.68 222,647.11 230,221.03 599,549.69 678,573.99 713,003.13 614,792.51 
DPGEREUIOIOTMEORED VON 6 nisi ss tee 189,680.94 170,000.00 294,271.00 562,958.80 511,250.00 461,500.00 
MEOGAULL \ Se brett, aiite x 6's $572,023.43 $518,830.72 $688,465.88 $810,538.14 $1,984,521.54 $2,167,506.68 $2,236,899.29  $1,914,913.46 
Additional charge neces- 
sary under Public 
Service Commission ~ i f 
BPOGHS (iia panesyeas xi + $94,825.88 $181,877.75 *$13,077.45 *$163,333.32 $242,752.49 $9,665.19 *$65,256.09 $108,656.01 


*Pxcess over depreciation charge under commission orders. 


are reproduced herewith. Through Table I, for exam- 
ple, and through the testimony of its public accountant, 
John Flint, of West & Flint, New York, the company 
showed that in the first four months of 1917 the total 
operating revenues decreased to $3,334,246 from $3,- 
503,542 for the similar period in 1916. In 1917, how- 
ever, the total operating expenses (not including depre- 
ciation) rose from $2,180,983 to $2,375,835. The net 
income (not including depreciation) was a surplus of 
$197,184 in 1916 and a deficit of $149,384 in 1917. 

To bring the showing closer to date, the company re- 
ported receipts of $884,510 for May, 1917, as compared 
to $985,032 for this month in 1916, a decrease of $100,- 
522 or $3,242 per day. At the same time the mileage 
decreased 200,562 car miles or 6470 per day. Of the 
eleven reporting companies in the system, all but one 
showed lower receipts. For the period from Friday, 
June 1, to Tuesday, June 19, 1917, inclusive, as com- 
pared with that from Friday, June 2, to Tuesday, June 
20, 1916, the receipts decreased from $602,365 to $567,- 
633, or $34,731. The company expects to present full 
figures up to the latest possible day. 

In presenting revenue and expense figures the com- 
pany disregarded the strike period during the second 
half of 1916. Consequently the last yearly figures were 
for the fiscal year ended June 30, 1916. The main sub- 
sequent figures were for the first four months of 1917, 
which could be compared with a part of 1916 not affected 
by the strike. 


THE QUESTION OF DEPRECIATION 


The introduction of Table II and Table III by the 
company met with considerable opposition on the part 
of city representatives and, on some points, even com- 
mission counsel. It appears that on Feb, 3, 1912, the 
commission ordered the company to set aside each year, 
before paying adjustment income bond interest or divi- 
dends, 20 per cent of its gross operating revenue for 
“maintenance, depreciation and renewals,” the unex- 
pended amount at the end of each year to be credited to 
a separate depreciation reserve. This order the com- 
pany has refused to obey to the letter, although from 
evidence presented at the latest hearing it appears that 
in effect the commission requirement has been more 
than met. 

As explained by Mr. Flint, the company beginning 
with the six months ended June 30, 1912, set aside a 
large sum of cash for depreciation irrespective of main- 
tenance. The amount began at $30,000 a month, the 
reserve set up for the six months being therefore $180,- 
000. The reserve fund accumulated to $2,009,979 and 
was invested in company bonds. After Dec. 31, 1915, 
there were no further additions to the fund. The totals 
set aside for the respective fiscal years ended June 30 


and 1916, $294,271. 

In calculating the additional charge that would have 
had to be made under the commission order, the com- 
pany has not included in operating revenues inter- 
company items for rentals. On this basis the 20 per cent 
charge for maintenance and depreciation under the com- 
mission ruling amounted to $9,512,516 for the four and 
one-half years from Jan. 1, 1912, to June 30, 1916. Dur- 
ing this period the company’s actual expenditures for 
maintenance of way and structures and maintenance of 
equipment totaled $7,173,851. -This, combined with the 
depreciation reserve set up by the company to the above- 
mentioned extent of $2,009,979, gave an aggregate 
amount of $9,183,831 for actual maintenance expenses 
and depreciation reserve during the period. This rep- 
resents a deficiency of $328,685 from the charge to 
operating expenses arising under the 20 per cent re- 
quirement of the commission. 

As more than an offset to such a deficiency, however, 
the company reports charges against surplus during the 
period to the extent of $339,599 for retirements of 
property. For the fiscal years ended June 30, these 
charges were: 1914, $36,340; 1915, $204,497, and 1916, 
$98,761. These charges, the company states, are equiv- 


TasBLe LII—STATEMENT OF INCOME OF THIRD AVENUE RAILWAY FOR 
THE PERIOD JAN. 1 TO APRIL 30, 1917 (witTH COMPARISONS 
or OTHER YEARS), SHOWING THE AMOUNT OF RETURN 


---Four Months’ Period, Jan. 1 to April 30-—, 
1914 


1917 1916 1915 
Operating income...... $681,816 $1,027,367 $1,047,992 $754,105 
Less deficiency in de- 

preciation pursuant 

to commission rul- 

TS Ee deem Bata te 94,825 181,877 *13,077 *163,333 

Operating income after 

allowance of 20 per 

cent for maintenance 

and depreciation..... $586,990 $845,489 $1,061,070 $917,43¢ 
Interest revenue : 

Interest on bonds held 

by system in funds 

and interest on bank 

accounts and special 

BDOSLES rth. ota ie att ease 55,549 54,616 26,416 26,844 

$642,539 $900,105 $1,087,487 $944,283 
Deductions—rentals, etc. : 
Track and _ terminal 

Privileges Gc s6 nh. $4,553 $4,734 $4,813 $4,386 
Miscellaneous rent de- 

MARTCULO TIS Dio yt ci cicye seo 3,339 4,176 5,564 5,036 
Amortization of debt ' 

PIS COUN Gisele so Be 6,148 4,295 972 972 
Sinking fund accruals 11,160 10,000 10,000 10,000 
Miscellaneous ....... 8,550 7,990 2,932 2,560 

Total deductions — 

rentals, etc. ..... $33,752 $31,197 $24.282 $22,956 
Amount applicable for 
reserves for contingen- 
cies, interest, dividends. 

BHFOIUS, AEC. i. nse > a: $608,787 $868,907 $1,063,204 $921,327 


*fxcess over depreciation charge under commission orders, 
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alent to appropriations of surplus for the purpose of a 
depreciation reserve and show that the order of the com- 
mission has in effect if not in method been fully car- 
ried out. Thus none of the reservation ordered by the 
commission has been omitted on account of dividends, 
as was alleged by counsel for the city. By a similar cal- 
culation for the five years ended Dec. 31, 1916, the com- 
pany showed that the deficiency of $259,782 below the 
20 per cent operating expense requirement of the com- 
mission was more than offset by surplus charges of 
$390,296 for retirements of property. 

Before the above data had been introduced by the rail- 
way, the commission allowed Table II to be entered as 
a hypothetical exhibit. Commission counsel strongly 
urged, however, that in the precedent finding of fact as 
to the sufficiency of present rates, only actual expen- 
ditures and reservations should be considered, but he 
said that the whole 20 per cent charge might be used 
in calculating a fair return for the future. Commis- 
sioner Travis H. Whitney asked Mr. Cook whether the 
company would obey the depreciation order in the 
future, and whether, if the charge for transfers were 
granted, it would agree to expend certain portions of the 
added revenues in ways designated by the commission. 
Mr. Cook stated that he would be glad to take these 
points up with the board of directors. 


THE VALUATION OF THE PROPERTY 


According to Table III, the amount applicable for in- 
terest and dividends for the first four months of 1917 
was $608,787. After eliminating from this about $40,- 
000 for intercompany bond holdings, the annual rate of 
return was 3.877 per cent on a physical valuation of 
$44,000,000. If 6 per cent is a fair return, there is a 
shortage of $311,312 for the four months’ period, and 
if 8 per cent is fair, a shortage of $604,646. 

The valuation figure of $44,000,000 was accepted by 
commission counsel as hypothetical pending reasonable 
proof. Its admission was challenged by the city. The 
figure was used by the company in its table simply be- 
cause it was the one derived by the commission itself in 
the 1910 reorganization case of the Third Avenue Rail- 
way. After making a detailed appraisal of the physical 
property on the reproduction-cost basis, the commission 
then arrived at $35,100,000 as the present value of the 
property as of Feb. 28, 1910. To this was added $1,- 
746,000 for current assets and $7,200,000 for a cash 
assessment, giving a total of about $44,000,000. 

The city objected even to the use of this figure in 
calculations on the ground that it was derived in a 
capitalization case and that it would not meet the re- 
quirements in a rate case. Counsel for the company 
suggested that in 1910 there was no difference noted and 
that the commission established its figure for the physi- 
cal value as it would have done in a rate case. The 
commission finally allowed the old orders dealing with 
the matter to be entered as evidence, to be considered 
upon their merits. 


Tests to Determine Properties of 
Iron Alloys 


The engineering experiment station of the Univer- 
sity of Illinois has just completed another series of 
experiments to determine the magnetic and allied prop- 
erties of alloys of iron and other metals. In 1915 ex- 
periments with iron-silicon alloys disclosed some re- 
markable properties which make it superior to any 
other material for use in certain electromagnetic ma- 
chinery. These experiments were followed by others 
dealing with iron-aluminum alloys melted in vacuo, 
which have shown that aluminum, like silicon, greatly 
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improves the magnetic properties of the metal, and 
also that aluminum imparts to the metal a greater 
toughness than silicon. The investigations were con- 
ducted by T. D. Yensen and W. A. Gatward. The 
results are presented in detail in Bulletin No. 95 of 
the Illinois Engineering Experiment Station, copies of 
which may be obtained by addressing C. R. Richards, 
director, Urbana, IIl. 


Off-Peak Tank Car Service 


at Boston 


HE advantages of off-peak electric freight traffic 
“hes a carload basis are well illustrated by a tank- 
car haulage service inaugurated in the latter part of 
1916 by the Boston Elevated Railway. This service con- 
sists of the transportation of molasses from Copps 
Hill Wharf, Boston, to the plant of the Purity Distil- 
ling Company in Cambridge, the product being hauled 
in tank cars of about 5000-gal. capacity owned by the 
distilling company and built according to the specifica- 
tions of the railway company. The traffic is handled 
between the hours of 8 p. m. and midnight, which are 
entirely outside the peak-load period of the railway. 
Either side-dump cars or snowplow motor cars are 
utilized as electric locomotives in this service with- 


INCREASING THE SERVICE FACTOR OF ROLLING STOCK ON THE 
: BOSTON ELEVATED 


out additional investment in rolling stock. The former 
are used in winter and the latter in summer. The 
accompanying illustration shows a typical train unit. 

Molasses is received at Copps Hill Wharf in ship- 
loads, a berthing space 400 ft. long being available. 
The molasses is pumped from the vessel into a storage 
tank of 1,500,000-gal. capacity and thence is pumped 
into the tank cars via a loading tank, the average time 
of filling per car being about four minutes. A maximum 
of twelve tank cars have been filled, hauled to East 
Cambridge and emptied in one night’s run, three mo- 
tor cars being required. The length of haul is about 2 
miles from terminal to terminal and about ten minutes 
are required to empty each car. The motor and tank 
cars are equipped with air brakes. Two men consti- 
tute the locomotive crew on each trip. 

The distilling company manufactures pure alcohol 
for commercial purposes, and before the present serv- 
ice began informed the Public Service Commission of 
Massachusetts that the former teaming expense prac- 
tically absorbed all the profits of the business. The 
teaming charge was 0.3 cent per gallon. The Boston 
Elevated charge is $9 per loaded tank car one way, 
or 0.18 cent per gallon. About 12,000,000 gal. of mo- 
lasses per year are handled. Thirteen trucks were 
formerly used in the service and a reduction in street 
congestion, wear and tear has been effected by electric 
haulage. ' 
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Have the New York Commissions 
Power to Increase Fares? 


The Author Answers This Question in the Affirmative and Shows Why 


By JAMES L. QUACKENBUSH 


General Attorney New York Railways Company 


In view of the question which has been raised as to the power of the New York Public Service Com- 
missions to grant an increase in street railway fares, as against the provision in the New York Rail- 
road law (Section 181, passed 1884), fixing a statutory fare of five cents, peculiar interest attaches to 
the following quotations from a memorandum filed by Mr. Quackenbush with the New York Public Serv- 


ice Commission of the First District. 


made by the corporation as compensation for the 

service, as distinguished from the character of serv- 
ice which it may be required to furnish the traveling 
public is given by Subdivision 1 of Sec. 49 of the public 
service commissions law. That section gives the com- 
mission complete supervision over “rates, fares or 
charges, . . . regulations or practices, . . . affecting 
such rates,” in order that it may determine whether 
they are “‘unjust, unreasonable, unjustly discriminatory 
or unduly preferential, or in any wise in violation of any 
provision of law, or whether the maximum rates, fares 
or charges . . . are insufficient to yield reasonable com- 
pensation for the service rendered and are unjust and 
unreasonable”; with the further power of determining 
the “just and reasonable rates, fares and charges to be 
thereafter observed and in force as the maximum to be 
charged for the service to be performed.” 

The standard by which the commission is to be guided 
in determining the rates and fares to be ordered is, that 
they shall produce a “reasonable average return upon 
the value of property actually used in the public service” 
and enable the corporation to make “reservation out of 
increase for surplus and contingencies.” 

The jurisdiction of the commission with respect to 
rates and charges under this subdivision is sweeping, 
being held to be virtually “without statutory limitation 
or restraint.” 

It will be seen at a glance that the language of this 
subdivision does not contemplate a mere raising or low- 
ering of rates already established by the common car- 
rier, but clothes the commission with full power to reg- 
ulate and supervise the entire system of rates and 
charges and the regulations and practices with respect 
thereto. 

The commission may therefore not only adjust 
eld rates but prescribe new charges for particular kinds 
of service where no charge was previously made, as well 
as discontinue charges which, in its judgment, are un- 
just, unreasonable, unjustly discriminatory or unduly 
preferential. 

In short, the general power to regulate fares rest- 
ing with the legislature, which is absolute and unlimited 
except as restrained by the constitution, has been dele- 
gated to the Public Service Commission by Sec. 49 of 
the public service commissions law, together with Sec. 
181 of the railroad law, the latter specifically giving to 
the commission the same power possessed by the legis- 
lature to regulate rates of fare “to be exercised as pre- 
scribed in the public service commissions law.” 

Several authorities have held the power of the Public 
Service Commission to fix rates under Sec. 49 of the 


T= general authority to adjust the charges to be 


The memorandum is comprehensive, and the quotations are but 
fragmentary. They are, however, very significant and pertinent to the situation. E 


DITORS. 


public service commissions law or statutes of similar 
import to be virtually without statutory limitation or 
restraint. 


STATUTORY POWER TO RAISE RATES ALREADY 
ESTABLISHED 


The question was raised as to the authority of the 
Public Service Commission for the Second District to in- 
crease the mileage book rates of the Ulster & Delaware 
Railroad in excess of the 2 cents per mile, fixed by Sec. 
60 of the railroad law. The commission, after investi- 
gation, determined that the facts justified the increase 
but denied the application because of a want of statu- 
tory power in the commission to make the order. 

The Appellate Division and Court of Appeals held that 
the commission had the necessary power to make such 
order, notwithstanding Sec. 60 of the railroad law, 
which provided that certain railroad corporations should 
issue mileage books ‘for which the corporation may 
charge a sum not to exceed 2 cents per mile.” The power 
of the commission to prescribe maximum fares with re- 
spect to mileage books was given by the second para- 
graph of Sec. 49 of the public service commissions law, 
which is similar to the first paragraph of that section, 
heretofore quoted, except that the first paragraph con- 
tains the following words, to wit: ‘“‘Notwithstanding that 
a higher rate, fare or charge has been heretofore author- 
ized by statute.” 

The court held that the revision of the public service 
commissions law and the railroad law in 1910 indi- 
cated an intent on the part of the legislature to harmon- 
ize the railroad law with the public service commis- 
sions law and to make the public service commissions 
law superior to Sec. 60 of the railroad law in the mat- 
ter of fixing limitations on rates of fare, and the court 
therefore reached the conclusion that in order to give 
full effect to the provision of Sec. 49 of the public sery- 
ice commissions law the commission should determine 
the reasonable and just rates to be observed as the 
“maximum.” 

Sec. 60 of the railroad law should be construed as 
establishing the maximum rate in the absence of an or- 
der by the commission, which body was empowered to 
fix rates without statutory limitation or restraint. The 
court said: 

“Nothing like these provisions in Secs. 49 and 33 
had ever existed before. In all the previous history of 
the public service commissions law the power of the 
commission had been confined to reducing rates, or at 
least to regulating rates within the statutory limitations. 
The law contemplated simply a reduction of rates by the 
commission in the interests of the public, and not an in- 
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crease, even though such increase might be just and 
reasonable to the carriers. 

“The effect of this new legislation was, I think, to 
make the commission superior to Sec. 60 of the railroad 
law, fixing limitations on the rates of fare.” 

In States ex rel. Missouri Southern R. Co. v. P. S. 
Comm. of Missouri, 168 S.W., 1156 (Sup. Ct. of Mo., 
July 2, 1914), it was held that Sec. 47 of the public utili- 
ties act of Missouri, which was borrowed from Sec. 49 
of the New York public service commissions law, em- 
powered the Public Service Commission of that State to 
authorize a common carrier, where the maximum rates 
prescribed by statute did not produce a reasonable re- 
turn on the value of the carrier’s property, to charge 
greater rates and fares than the maximum rates so pre- 
scribed. 

“All charges” for service of a common carrier and the 
method and system under which the same shall be col- 
lected are therefore under the supervision and regula- 
tion of the commission. The nature as well as the 
amount of rates, fares or charges are to be determined 
and put in force. 


ANALYSIS OF SEC. 49, AS AMENDED IN 1910 


It is to be noted also that while, prior to 1910, See. 
49 seems to have been drawn primarily with a view of 
protecting the public frcz: unjust charges, the amend- 
ments of that year were intended to safeguard the inter- 
ests of the railroad corporations as well as of the public, 
no doubt due to the fact that experience had demon- 
strated that under a system of strict public supervision 
by the Public Service Commission brought into being in 
1907, the mutual welfare of the public and the railroads 
required that the earnings of the corporation must be 
reasonably protected in order to insure adequate service 
to the public. 

The amendment of Subdivision 1 giving power to de- 
termine maximum rates with due regard to a “reason- 
able average return” where the old rates are “insuffi- 
cient to yield reasonable compensation for the service 
rendered” is manifestly intended to give the commission 
power to insure to the corporation adequate revenues 
and save it from possible bankruptcy. 

A similar purpose appears in Subdivisions 6 and 7; 
the former giving power of changing the practices, serv- 
ice, rules and regulations with respect to transfers which 
may become unreasonable either to the public or to the 
railroad corporation, and the latter subdivision making 
the obligation of the railroad company to give free 
transfers, which was absolute under the former statute 
(Sec. 104 of the railroad law), dependent upon the ac- 
tion of the Public Service Commission, in pursuance of 
the public service commissions law. These changes 
were all made to give the commission plenary power to 
protect both the traveling public and the railroad cor- 
porations. 

This view of Subdivision 1 of Sec. 49 giving the com- 
mission complete supervision of rates and charges, in- 
cluding not alone the raising and lowering of old rates 
but the readjustment of rates involving new rates for 
particular kinds of service and the elimination of old 
charges where called for, is consistent with the general 
scope of the entire section. The second paragraph of 
Subdivision 1 gives the commission power to fix maxi- 
mum rates for reduced rate tickets and restore old rates 
previously discontinued. 

Subdivision 2 relates to the service to be furnished by 
common carriers as distinguished from the charges for 
such service, reposing with the commission full power of 
determining “proper regulations, practices, equipment, 
appliances and service” to be observed and used in 
passenger and freight transportation. 
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Subdivision 3 gives the commission complete power to 
establish through routes and joint rates, fares and 
charges for the through transportation of passengers 
and property and to apportion the rates, fares and 
charges for such transportation among the railroad 
companies affected, thereby putting under the control 
of the commission the whole matter of inaugurating 
through routes and devising a new schedule of joint 
rates, with the further power of fixing the maximum 
charges and dividing the receipts according to its judg- 
ment among the corporations affected. 

Subdivision 4 also relates to through transportation of 
property, empowering the commission to order the con- 
struction of new switch connections, declares the terms 
and conditions under which such service shall be con- 
ducted, and provides for the division of receipts and 
expenses among the corporations engaged in such 
service. : 

Subdivision 5 relates to jurisdiction with respect to 
joint rates and through routes as between the Public 
Service Commissions of the First and Second Districts 
respectively. 

From this brief review of Sec. 49 of the public serv- 
ice commissions law the purpose stands forth clearly 
to place under the control of the Public Service Commis- 
sion (a) all matters pertaining to safe, adequate and 
proper regulations, practices, equipment, appliances and 
service to be observed, used and furnished by the com- 
mon carrier; and (b) equal jurisdiction over rates, 
fares and charges to be received by the carrier for the 
service which the commission may require it to give 
with complete and plenary power of fixing, adjusting 
and supervising the entire system of charges and sched- 
ules of rates. 

The fact that the Public Service Commission is given 
such sweeping power with respect to service and equip- 
ment to be required of the railroad companies compels 
the conclusion that the commission is given a like power 
with respect to fares, charges and rate schedules. Any 
other interpretation would place the commission in the 
unfortunate position of being compelled either to de- 
mand the service and equipment which it deems proper, 
and thereby endanger the financial integrity of the 
companies affected by reason of its inability to raise 
and readjust rates to meet the new requirements, or 
abandon or limit efforts to require satisfactory public 
service of the railroads, thereby transferring the bur- 
den from the companies to the people, permitting the 
former to exist and causing the latter to suffer, an un- 
satisfactory condition for all parties concerned. 


BROOKLYN GAS CASE NOT CONTROLLING 


The recent decision of former Justice Hughes as 
referee, in Brooklyn Borough Gas Company v. Public 
Service Commission, et al., holding that the Public Sery- 
ice Commission cannot, in fixing a reasonable rate for 
gas, exceed the maximum fixed by a valid statute, and 
denying the motion of the commission to dismiss the 
complaint, made upon the ground that the public serv- 
ice commissions law affords an adequate remedy, and 
an application to the commission for an increase in 
rates was a condition precedent to an application to a 
court for relief in the form of a suit to enjoin the 
enforcement of the statutory rate, does not question the 
power of the Public Service Commission to authorize 
railroad charges in excess of statutory rates. 

Sec. 72 of the public service commissions law, 
conferring power upon the Public Service Commission 
to fix the maximum price of gas or electricity ‘not ex- 
ceeding that fixed by statute,’ is held to contain an 
express restriction upon the power of the commission 
with respect to the regulation of rates for gas and 
electricity in the form of the unequivocal language 
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quoted, which was inserted in Sec. 72 by an amendment 
in 1910, and which does not appear in Sec. 49, relating 
to railroad rates. 


JUSTICE HUGHES SAYS CASES ARE DIFFERENT 


The differentiation of the powers of the commission 
with respect to the two classes of corporations is made 
in the following language of the opinion: 

“Sec. 72 of the public service commission law pro- 
vides that ‘after a hearing and after such an investiga- 
tion as shall have been made by the commission, or its 
officers, agents, examiners or inspectors, the commis- 
sion within lawful limits, may, by order, fix the maxi- 
mum price of gas or electricity not exceeding that fixed 
by statute, to be charged by such corporation or person 
for the service to be furnished.’ 

“The decision of the Court of Appeals, affirming the 
decision of the Appellate Division, upon its opinion, in 
the case of People ex rel. Ulster & Delaware Railroad 
Company vs. Public Service Commission, 171 App. Div., 
607; 218 N. Y., 643, is not applicable here, inasmuch 
as the sections of the public service commission law 
there under consideration, which related to railroads, 
did not contain the explicit provision which I have 
mentioned as being found in Sec. 72 of the public serv- 
ice commission law relating to the powers of the com- 
mission in dealing with companies supplying gas and 
electricity. 

“It will be noted that those words ‘not exceeding that 
fixed by statute,’ were not in the public service com- 
mission law originally. They were inserted by the 
amendments of 1910. In other words, at the same time 
when the Legislature amended the public service com- 
mission laws with respect to railroads in the manner 
pointed out by the court in the case above cited, and 
also amended that law with respect to gas and electric 
light companies, it inserted in Sec. 72 these words: 
“Not exceeding that fixed by statute.’ 

“Tt seems to me that these words are very clear and 
that they cannot be disregarded. * * * 

“No construction of the public service commission 
law with reference to other provisions of the act, either 
relating to railroads or relating to gas or electric light 
companies, can be admissible, as it seems to me, which 
would destroy the effect of this explicit provision which 
the Legislature has seen fit to incorporate in Sec. 72.” 

In the Brooklyn Borough Gas case it is also to be 
noted that the statute fixing the maximum rate for gas 
there under consideration was enacted by Chap. 604 
of the Laws of 1916, thereby making it a more recent 
statute than Sec. 72 and the other provisions of the 
public service commissions law under which the Pub- 
lic Service Commission derived its authority to fix rates. 
In the present proceeding it is to be borne in mind 
chat Sec. 181 of the railroad law, providing for a 
5-cent fare on any street surface railroad or branch 
thereof within the limits of any incorporated city or 
village, is a re-enactment of Sec. 101 of the former 
railroad law, which had been in force for many years 
prior to 1910, when the Public Service Commission by 
amendment of Sec. 49 of the public service commis- 
sions law was given its present extensive powers over 
railroad rates and charges and, in fact, for many years 
prior to 1907, when the public service commissions law 


was originally enacted. Sec. 49 of the public service’ 


commissions law must therefore be deemed a later 
statute than Sec. 181 of the railroad law under the rule 
prescribed by Sec. 95 of the general construction law, 
which provides as follows: 

“The provisions of a law repealing a prior law, which 
are substantial re-enactments of provisions of the prior 
law, shall be construed as a continuation of such pro- 
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visions of such prior law, modified or amended accord- 
ing to the language employed, and not as new enact- 
ments.” 


Discussion on Coasting Recorders 


Among the subjects discussed at a meeting of Stone 
& Webster operating men at Fort Worth, Tex., on 
March 28, was that of coasting recordcxs, which are 
now used on several Stone & Webster properties and 
have been ordered for others. It was pointed out that, 
in addition to energy savings, the coasting recorder 
had produced other benefits of equivalent value. 

Some of those present thought that motormen who 
were anxious to obtain high coasting records wouid 
be liable to operate recklessly, thereby abusing equip- 
ment, distorting schedules and increasing accidents. 
However, others who had had experience with the 
coasting recorder stated that it had actually cut down 
the cost of maintaining electrical equipment, saved 
wheel wear and brakeshoes, promoted closer operation 
to schedules, more uniform speed and fewer and less 
serious accidents. The fundamental reason for this 
improvement lay in the fact that. in order to make a 
high coasting percentage the motorman must be ever 
alert. This alertness does more than lead him to seize 
coasting opportunities, since it keeps the motorman 
en the lookout to make his time points and to avoid 
accidents. A still further advantage was that a large 
coasting percentage might be an indication of a slow 
schedule. In following this up some companies had 
been able to increase schedule speed, thereby making a 
saving in the number of cars operated. 

Last, and really most important, was the feeling that 
if the desired advantages are to be obtained it is neces- 
sary for the entire organization to understand the 
principles of coasting, combined with a thorough in- 
struction and follow-up system. 


Effect of War in British Columbia 


The British Columbia Electric Railway has found 
that the war has had no appreciable effect upon the 
company’s personnel. Although a large number of 
men have enlisted, the standard of efficiency has been 
well maintained in the numerous classes which require 
skilled labor. Approximately 21 per cent of the com- 
pany’s employees have left the service to join the mili- 
tary or naval forces, or have taken up the manufacture 
of munitions. Their places have been filled—until they 
return, or for the duration of the war—by temporary 
help. The company’s records show that the enlistments 
for military service among the various branches of the 
company’s employees are as follows: Platform men, 19 
per cent; shopmen, 13 per cent; electricians, 20 per 
cent. In connection with the last mentioned it may be 
noted that this includes substation operators, from 
which particular class the largest percentage of enlist- 
ments occurred, no less than 36 per cent of the com- 
pany’s substation men having joined the colors for serv- 
ice overseas. 


New York Committee on Higher 
Fares Meets 


A meeting of the full committee on higher fares of 
the New York State electric railway companies was 
held at 8 West Fortieth Street, New York, on the after- 
noon of June 20. The meeting was devoted to a dis- 
cussion of ways and means of bringing the need of 
higher fares before the commissions and pecple of the 
State. 
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COMMUNICATIONS 


Steel Trolley Wire on City Lines 
MINNEAPOLIS STREET RAILWAY COMPANY 


MINNEAPOLIS, MINN., June 14, 1917. 
To the Editors: 

By way of discussion of the use of steel contact wire, 
as described in the article by S. H. Anderson, appear- 
ing in the issue of the ELECTRIC RAILWAY JOURNAL for 
June 9, 1917, page 1038, the following points may be 
of interest: 

I believe that the use of steel trolley wire depends 
greatly upon the service requirements of the line and 
locality. While its use might prove a success on a sys- 
tem such as the Pacific Electric Railway, with heavy in- 
terurban service, I believe that many objections would 
arise to the use of this material on city streets with 
heavy single-car local service, particularly where the city 
requirements demand underground feeder supply and 
prohibit the use of overhead auxiliary mains. It would 
seem entirely out of the question to provide trolley taps 
every 400 ft. from an underground feeder, both on ac- 
count of the difficulties of providing such taps and also 
on account of the necessity of greatly extending the un- 
derground feeder system. 

Our experience shows a much greater wear on the 
trolley wire at hangers and other attachments even with 
the most flexible support, and from observation I be- 


lieve that this extra wear is more a result of flashing | 


and burning than mechanical wear. A remedy for this 
may be found in the use of a sliding contact in place of 
the trolley wheel. Some experimenting done along this 
line indicates that the arcing is greatly reduced by the 
sliding contact. Also a sliding contact may be oper- 
ated with much less pressure on the wire than with the 
rolling contact, which fact tends to lessen the damage of 
crystallization by the pounding of the trolley. 

If this extra wear on copper trolley wire at point of 
attachments could be eliminated by use of a sliding con- 
tact, the arguments for using steel trolley wire would 
be greatly reduced. E. H. SCOFIELD, 

Engineer of Power and Equipment. 


BOARD OF SUPERVISING ENGINEERS 
CHICAGO TRACTION 


5 Cuicacgo, ILL., June 19, 1917. 
To the Editors: 

I have read the article by S. H. Anderson in the issue 
of June 9 concerning the use of steel trolley wire by the 
Pacific Electric Railway. In general this article does 
not cover the use of steel wire for city service, and while 
I have very little doubt as to its utility for interurban 
service or for steam railroad electrification, I am not 
enthusiastic concerning its use for city service, although 
I have had no personal experience with it. I think we 
might expect pitting of the wire at accelerating points, 
and I believe that this difficulty, which is in existence 
with ordinary trolley wire, will be increased when the 
contact is between dissimilar metals, such as steel wire 
and the composition trolley wheel. . 

In heavy city service practically all points on the line 
are accelerating points, as the regular service stops are 
so numerous and other emergency or necessary stops 
practically make the entire line subject to much pitting 
action. Furthermore, on city lines it is difficult to keep 
the pressure of the trolley wheel on the wire at a con- 
stant value, due to fluctuating heights of wire on account 
of subways under railroad elevations, grade crossings 
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and bridges. The lower conductivity of the steel wire 
makes further feed-in points necessary. Such points are 
numerous enough at present and the addition of more 
such points would add to the expense and the difficulty 
of maintenance. 

The article in question indicates the use of such wire 
chiefly for catenary construction, and for such purpose I 
believe it would be highly satisfactory. 

For the reasons stated, I believe that the utility of 
the use of steel trolley for direct suspension work in 
city service is open to question. RALPH H. RICE, 

Principal Assistant Engineer. 


A Day’s Labor in Four Tons of Coal 


DEPARTMENT OF THE INTERIOR 
UNITED STATES GEOLOGICAL SURVEY 
WASHINGTON, D. C., June 18, 1917. 
To the Editors: 

I am very glad to learn of the efforts which you are 
exerting to persuade the electric railways to attain all 
practicable economy in the use of fuel. If the users of 
coal can be brought to realize that every 4 tons of coal 
has required a day’s work of one man in the mining 
industry and has utilized a proportional amount of the 
energy of the railroads, I believe that much will have 
been accomplished for the efficiency of the nation in 
this crisis. PHILIP S. SMITH, Acting Director. 


AMERICAN ASSOCIATION NEWS 


Coming Committee Meetings 


A meeting of the executive committee of the Ameri- 
can Association will be held at the association office in 
New York on June 26 and 27. At that time it is ex- 
pected that all matters connected with the meeting in 
the fall will be settled. 

On Wednesday, June 27, there will be a meeting of 
the executive committee of the Engineering Associa- 
tion. 


Public Service Section 


In connection with the inspection of the Essex power 
station of the Public Service Electric Company, de- 
scribed in the issues of this paper for May 26, page 962, 


“PUBLICSE EVICE-ELEC 
i "CORDIALLY: oo PS: 
TOINSCCTT uve FONE STO 
“INCONNECTION WITHTHE: eae OFT Me oe MPAN 

PICAN ELECTEIC” RAILWAY CIAT a 


TEIC COMPANY. 


“OECTION OF AME: 
“ATBOCLOCK 
“THUE ace NG 
ware tS 


ial 


INVITATION TO POWER PLANT INSPECTION 


and June 9, page 1040, the Electric Company sent out 
the invitation reproduced above. It was handsomely 
printed on large cards well worthy of framing. 


JUNE 23, 1917] 


ELECTRIC RAILWAY JOURNAL 


1149 


Practical and Economical Solutions of Problems in 


EQUIPMENT AND ITS MAINTENANCE 


Every live shop, track, line and power plant man is doing something that 


others would like to know about. 


Such men have a splendid opportunity 


to assist the industry by notifying the editors of this paper of new things 
that have been done. Information may be sent in the form of rough notes 
or short articles, and special rates will be paid for all accepted material. 


\ 


Track and Paving Construction in 
Seattle, Wash. 


BY S. E. GOODWIN 
Senior Inspector, Department of Public Utilities 


In Seattle there are in general use but two types of 
pavement, brick and asphalt, on permanently improved 
street railway rights-of-way. The railway companies 
are obligated to improve their rights-of-way with the 
same pavement as is used by the city on each side of 
the tracks. In practically all streets on which traffic 
is light and the grade easy, asphalt has been used be- 
cause of its smoothness, its cheapness and the short 
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FIG. 1—COMBINATION PAVING, USING BRICK AND 
GRANITE BLOCK 


time required to harden after having been laid. Brick 
pavement has, however, proved most satisfactory in 
Seattle, complying, as it does, with the three essentials, 
smoothness, good wearing qualities and ability to with- 
stand rail vibrations. A most important factor in a 
good brick surface is, of course, the quality of the brick 
itself. In this respect Seattle is fortunate in having 
within its limits a manufacturer of a particularly ex: 
cellent paving brick. 

Granite block pavement has been used on some streets 
of heavy grade and has given good satisfaction. None 
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of this type has been installed during the last six years, 
however, although the Puget Sound Traction, Light & 
Power Company has in a number of cases employed 
granite block in combination with brick or asphalt as 
shown in cross-sections Figs. 1 and 2. The advantage 
of this type of construction is that the portion sub- 
jected to the greatest amount of wear and rail vibra- 
tion is best adapted to withstand destructive forces. 
Wood-block pavement, though still in the experimen- 
tal stage in Seattle, will in all probability be used to a 
much greater extent in the coming years as it has met 


with general approval. It is noiseless, sanitary, dur- 
able, easily repaired and can be laid by the railway 
company’s own construction force. The local standard 
for wood-block paving is shown in Fig. 3. It will be 
noticed that no sand cushion is provided under the 
blocks. The top of the concrete is smoothed with a 
34-in. layer of 1:2 cement mortar which, after setting, 
is painted with hot asphaltum and the wood blocks are 
laid immediately thereon. 

The cross-section in Fig. 4 is of the type of pave- 
ment used on Second Avenue after the track reconstruc- 
tion. The tracks on this street were originally laid in 
1895 with high 72-lb. T-rails and brick paving. As this 
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is one of the most heavily traveled streets in the city 
it was requisite to provide as good a type of pavement 
construction as possible. In the reconstructed track the 
rails are of grooved type, 116 lb. per yard and 7 in. in 
height, this type being in use on only one other line in 
the city, the Municipal Railway. The rails are sup- 
ported on creosoted fir ties and special combination tie 
plates, with rail braces at every fifth tie. On account 
of the shape of the rail the center of bearing does not. 


W'Sand and Cement fon I 
Cement Mortar l'3-, : ih se oe al? Br 
Brick Block - > Cement Grovtl/ : ey ge 


CL. of Right of 
and Tie-Plate 
7 | 


way Mé1b. Grooved Rail é 
mete! Se Se MOTs y 


Grave! 
G'Tile Drain \ st) y 


FIG. 4—TRACK CONSTRUCTION ON HEAVILY-TRAVELED 
BUSINESS STREET 


fall in line with the center of gravity, and were it not 
for the braces there would be a pronounced tendency for 
the rail to tip outwards. Screw spikes are used to 
fasten the rails to the three ties on each side of each 
joint, ordinary spikes holding the intermediate ties. 
The joints are of the continuous type except in the 
west track between University and Seneca Streets, 
where Wightman joints are used. 

Under the center of each track and under each rail 
are twisted reinforcement rods embedded in the 8-in. 
concrete base. A %-in. x 2-in. flat tie rod is placed on 
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each side of the track joints. The concrete is propor- 
tioned 1:3:6 and the type of mixer used allows it to be 
poured directly into place. Under the center of the 
right-of-way is a 6-in. tile drain laid with open joints 
and embedded in gravel. 

These tracks were reconstructed by the Stone & Web- 
ster Engineering Corporation and the work was so exe- 
cuted as to cause minimum impedance to the progress 
of the contractor paving the city’s portion. 


Winding Heater Motor Armatures 


The armature winder in the Des Moines City Rail- 
way shops has built a crude but effective machine for 
winding the armatures of the small heater fan motors. 
A small bobbin for the wire is placed on a crankshaft, 
as seen in the photograph herewith, which is set on a 
block at right angles to the armature being wound. The 
wire feeds from this bobbin up onto an arm projecting 
over the armature and off this arm in line with the 
proper slot in the armature. 

As the crank is turned and the arm approaches the 
armature shaft, a small cam mounted on the crank 
block pulls the crankshaft back so that the winding arm 
will pass by the armature shaft and then a small coil 
spring forces the arm back in line with the opposite slot 
of the armature, and so on. This cam is simply a 


HOME-MADE DEVICE FOR WINDING HEATER MOTOR ARMATURES 


washer with a hump bent into one side and fastened to 
the wooden block as shown. A steel bushing fastened 
to the shaft is held against this washer by a spring, 
and when it strikes the hump it is forced back and 
carries the shaft with it. Proper tension is given the 
wire by a small flat steel spring on top of the winding 
arm which presses the wire against the bottom of the 
arm as it is fed through. By the use of this ingenious 
device the windery has only to turn the crank and count 
the number of turns. 
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Simplified System for Stockroom 
Storekeeping 


Storekeeping Methods Maintained by the Beaver 
Valley Traction Company of New Brighton, 
Pa., Are Efficient and Complete 
BY W. D. PIERI 
Storekeeper for the Beaver Valley Traction Company 

Our stock book, in which every item of material in 
stock is listed, is the most important record of the 
stores department, and I might say that it is of the 
same form as shown in an article which appeared in 
the March 17 issue of the ELECTRIC RAILWAY JOURNAL. 
It shows the exact location of the bins or compartments 
in which the material is located, the amount of ma- 
terial on hand, the quantity on order, and the purchas- 
ing requisition number of all items ordered. It also 
gives an exact description of each item, giving the class 
or lot number, the exact movement of all stock items 
from month to month, and from this record an average 
monthly consumption is easily determined. The terms 
HO, Due, and OH, found under each monthly column, 
indicate respectively quantity for which orders are be- 
ing held, quantity due on previous requisitions or shop 
orders, and quantity on hand. The books are thus 
kept up to date and will show any obsolete or surplus 
material which may be on. hand. 

Once a month stock is taken and, in order to ascer- 
tain the quantity still due on uncompleted orders, the 
stock books are checked for all back orders that have 
been received. Material is then ordered based on the 


monthly consumption, and any new construction work 


to be provided for. 

To illustrate the system to the best advantage to the 
reader, we shall trace an item from the time it is ordered 
until it is put into use, showing the various forms used 
in the stores department. In going over the stock 
hooks (Fig. 1) it is seen that we are in need of some 
23-watt Mazda lamps. A purchasing order material 
requisition blank (F'ig. 2), is made out in duplicate, 
showing the quantity on hand, quantity due and quan- 
tity wanted; and also a description of the material, lot 
number and purpose for which it is to be used. After 
being approved, the original copy is forwarded to the 
purchasing agent, the duplicate filed, and the requisi-, 
tion number and quantity ordered are posted in the 
stock books (Fig. 1). The purchasing agent returns a 
storekeeper’s memorandum (Fig. 3), which is an ex- 
act copy of the material requisition, and also gives the 
order number, date and firm from which the material 
was ordered. The memorandum is checked with the 
duplicate material requisition, and the date, order num- 
ber and firm’s name are posted on the duplicate requisi- 
tion, which is on file. This helps to check any duplics- 
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STORE KEEPING—FIG. 1—STOCK BOOK PAGE, SHOWING MONTHLY RECORD OF NEW, OLD AND SCRAP MATERIAL 
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STORE KEEPING—FIG. 2—MATERIALS REQUISITION BLANK. FIG, 3—STOREKEEPER’S MEMORANDUM BLANK 


tion of the order, and checks any error that might be 
made in the purchasing department. 

When the material arrives at the storeroom it is 
checked by the receiving clerk, and a receiving card 
(Fig. 4) is made out in duplicate, showing the firm, 
date received, order and requisition numbers, quantity 
description of material, lot or class number, how re- 
ceived, and condition of material when received. Th2 
receiving card number, date and quantity received are 
shown in their proper places on the duplicate copy of 
the material requisition blank on file. This enables th: 
storekeeper to check at once any duplicate shipment on 
this order. The duplicate copy of the receiving card is 
filed. After checking the material received with its 
requisition blank, a description tag (Fig. 5) is made 
out showing receiving card number, class number, date 
received, quantity, order number, requisition number, 
firm purchased from, and a description of the material. 
The material is then put away in its proper bin or com- 
partment. The receiving card is posted in the ledger 
under the class number and the material shown is ready 
to be requisitioned out. 

Material is given out of the storeroom on requisition 
only. Requisition books, having requisitions (Fig. 6) 
in duplicate, serially numbered, are furnished the fore- 
men and heads of departments and all requisitions must 
be accounted for. They show the purpose for which 
the material is to be used, the quantity wanted, descrip- 
tion of material, and the lot number and account to 
which it is to be charged, being placed thereon by the 
stores department. They also show to whom the ma- 
terial was given. This requisition is then forwarded 
to the auditing department for posting. 

We require that all invoices for material purchased 
be furnished in triplicate. After the material has been 
received, and the invoice checked and approved for pay- 
ment, the original and duplicate copies are forwarded 
to the auditing department. The triplicate copy is 
stamped by the storekeeper, and the blanks (Fig. 7) 
filled in to show the date material was received, receiv- 
ing card number, checked “O. K.”’ for payment, and the 
date on which the invoice was passed for payment. This 
triplicate copy of the invoice is filed in the storeroom, 
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thus saving the expense and trouble of keeping a card 
file and index of the above information. 

The system as described enables the company to have 
a record on hand at all times of the full transaction fur 
all material purchased and received. 


Storing Poles for Easy Loading 


The Western Ohio Railway has built a pole storage 
at Wapakoneta, Ohio, adjacent to its right-of-way, 


which greatly facilitates the loading and unloading of 


POLE STORAGE STRUCTURE ON AN OHIO ELECTRIC LINE 


poles from and into storage. This arrangement con- 
sists of a number of pilés driven into the ground, with 
old girder rail laid across the top of them to form a 
support on which the poles can be rolled. This places 
the poles on about the same level above the ground as 
the flat cars used in hauling them. It is therefore a 
very simple matter to lay short pieces of rail from the 
piles nearest the track across to the car floor and roll 
the poles from the storage structure to the car. Also, 
by storing the poles in this elevated position they are 
kept up out of the moisture from the ground and the 
free circulation of air around them retards rotting. 
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Locomotive Cranes of Pacific Electric 
Railway 


The Author Describes the Crane Equipment Used 
by This Company and the Work That 
Is Done with It 


BY CLIFFORD A. ELLIOTT 
Cost Engineer Pacific Electric Railway, Los Angeles, Cal. 

The first electric crane purchased by the Pacific Elec- 
tric Railway was placed in service in January, 1913. It 
was a 60-ton wrecking crane built by the Industrial 
Works of Bay City, Mich., and it has given valuable 
service in rerailing box cars and freight motors in sev- 
eral minor freight train wrecks. This crane has also 
served advantageously and economically in setting steel 
bridge girders, placing riprap rock at bridge approaches 
and along banks of streams for flood control, and set- 
ting railroad crossings and other heavy special-work 
layouts in place, as well as in the material store yards 
in loading and unloading rail and various classes of 
heavy material. The boom can be operated through a 
complete circle, whereby ‘‘bad-order” carloads of rail 
received at the yards are often transferred with dis- 
patch by swinging the rail from the “bad-order” car 
to another car placed immediately in the rear of the 


SHOP-BUILT CRANE USED BY MAINTENANCE-OF-WAY 
DEPARTMENT 


crane on the same track. Sorting of a car of miscel- 
laneous track material has also been accomplished by 
the same method. Recently the company erected with 
its own forces one of three proposed divisional car- 
houses and store track layouts. The timber trusses, 
bays and framework were erected in form on the 
ground and then placed in final position with the crane, 
this economical manner of handling the work effecting 
a great saving. : 

In consequence of the successful operations of this 
first crane equipment, it was deemed expedient during 
the year 1915 to place in service a lighter capacity 
crane for doing rapid work in the various municipali- 
ties on the Pacific Electric Lines where traffic conges- 
tion, restrictive ordinances and undesirable conditions 
made it impractical to operate the larger crane. An 
obsolete 60-ton Vulcan steam shovel, with its swinging 
gear and hoist but without its steam propelling equip- 
ment, was rebuilt for the purpose, the boilers being re- 
moved and electric driving motors installed. This shop- 
built crane is of 5 tons capacity. The boom has a 30- 
ft. radius, and a vertical rise of 25 ft. is obtainable 
without obstruction of the trolley, or 18-ft. when the 
trolley interferes. An idler car is always included as 
part of the crane equipment, as is also a full set of 
track tools. Six 600-lb. scrap car wheels are carried on 
the back of the car as a counter weight. The total gross 
weight of the crane and equipment is 91,000 lIb., and 
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because the operating motor is set well back in car 
the balance is well maintained. 

Since this crane was placed in service, a second re- 
built equipment of similar type has been provided for 
the exclusive use of the store department at the com- 
pany’s material yards, thus permitting the first shop- 
built crane to remain constantly in the maintenance of 
way department. This has resulted in more efficient 
work and elimination of interference to the depart- 
ment’s maintenance programs, which have suffered 
through loaning the crane at times for the store 
department’s work. The crane in the service of the 
store department is of only 3 tons capacity because it 
has a 36-ft. boom and a limited counterbalance. The 
extra length of boom required by the store department 
is for handling long steel and wooden trolley poles, rail 
of 50-ft. and 60-ft. lengths, and miscellaneous other 
material. 

The Pacific Electric is constantly devising original 
methods of handling various classes of work for the 
cranes, whereby the cost of the work may be reduced 
to the minimum, and the element of dispatch in so 
handling the work is of the highest order. When this 


company recently constructed its new overhead viaduct 
in the rear of its Main Street terminal, two tracks ex- 
isted on a portion of the old viaduct which could not 


PACIFIC ELECTRIC WRECKING CRANE PLACING 
BRIDGE GIRDER 


be taken out of service while rearranging special work 
of the new layout. With the cranes the new special 
work was installed and old layouts were relocated while 
traffic was stopped, within a minimum time and with 
very little delay to train operation. In addition all 
track material for new tracks on the viaduct was un- 
loaded with much rapidity. 

The maintenance of way department maintains sev- 
eral branch material assembly yards at various points 
on the lines. At the most centrally-located yard a large 
stationary electric motor-driven rail bender is oper- 
ated, designed particularly for curving the tee and gir- 
der sections of rail used in city paved streets. The rail 
is shipped to this yard and the crane unloads each rail 
separately. Then when it is curved by the rail bender, 
the rail is returned by the same operation to the same 
car or another car for shipment to the various jobs. 
Thus there is a considerable saving in time, labor and 
handling cost. 

Recently the company performed a large job of grad- 
ing for removal of a bluff to provide ground for one of 
its new divisional carhouses. After graders and steam 
shovel crews had left the work, the crane was used in 
leveling down the slope. A wooden slip was attached 
by a chain, and the boom of the crane adjusted so as to 
drag the slip over the graded area. thus performing 
cheaply a task that would have been difficult and tedious 
if attempted by manual effort. 
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The way department crane has been found of great 
aid in reconstruction work on single-track lines, where 
service is frequent and it is undesirable to detour traf- 
fic. After the 50-ft. lengths of rail are distributed 
with the crane alongside the track, a regular rail 
fork is attached to each rail in the center and the track 
men attach one pair of continuous joints, inserting 
only one bolt to secure it temporarily. Then the crane 
lifts the rail, setting it in place on spaced ties, while 
twenty track laborers immediately spike the rail and 
bolt the joints. The entire transaction consumes five 
minutes for each rail length handled. Since the length 
of crane boom is 30 ft., the 50-ft. rail lengths are con- 
veniently handled. 

When the company’s bridge and building department 
completes reconstruction of pile trestles, the crane 
serves in following the work and picking up scrap 
bridge timbers and piling, and gives the same service 
in unloading new material for the repair work of this 
nature. During the heavy spring rains each year there 
have been several seasons when severe floods occurred 
and considerable damage was done. In such cases the 
crane gives excellent emergency service in quickly 
reaching the various bridges on the lines and it is util- 
ized in placing boulders to obstruct the flood waters 
from overflowing streams, thus preventing the waters 
changing their course and seriously damaging the 
tracks or disrupting operations of the lines. At the 
same time the crane is used in removing large obstruc- 
tions that may have been washed up against bridges 
and are likely to cause extensive damage unless re- 
moved at once. 

On the double-track construction of the Pacific Elec- 
tric crossovers are frequently relocated from 14 mile to 
1 mile or more farther up or down the line. The ex- 
pense of relocating these facilities has been lessened 
one-half, as compared with former practice, and the 
quickness of making such changes minimize delays to 
traffic. 


Georgia Railway & Power Company’s 
Home-Made Outdoor Substations 


About five years ago the Georgia Railway & Power 
Company began the installation of outdoor substations 
of its own design, using horn-gap lightning arresters, 
switches, and similar apparatus of its own special 
design and manufacture. 

The accompanying illustration shows a substation at 
Cartersville, Ga., which is typical of the substations 
being built by the company. This is a three-phase, 
60-cycle station with three General Electric 38,000/ 


OUTDOOR SUBSTATION WITH HOME-MADE CONSTRUCTION 
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HOME-MADE {NSULATOR PINS AND HORN GAPS 


2300-volt transformers. The insulator pins are made 
of paraffined locust, which is the company’s standard, 
and they are securely held in place by means of a split 
casting which firmly clamps the lower part to the pin. 
Care is taken to anchor the lines directly to the framing 
so that the side strain on the pins does not exceed 600 
Ib. The insulator cap and pin are removable, so that 
by making proper jumper connections insulators can 
be replaced without opening the circuit. Also, unlike 
standard apparatus, the transformer taps can be 
changed to raise and lower the voltage without shutting 
down the station. 

During 1916 the company built substations of the 
kind described above at the rate of about one a week. 


Operating Rotaries Without Com- 
pounding on a 1200-Volt Heavy 


Railway 


BY E. R. CUNNINGHAM 
Electric Superintendent Oregon Plectric Railway, Portland, Ore. 

Contrary to usual interurban practice, we operate our 
rotary converters as shunt-wound rotaries, without any 
compounding. We find this method of operation desir- 
able for several reasons. Our system is quite different 
from the ordinary interurban railway as it is not oper- 
ated in accordance with interurban practice, but just 
like a steam railroad, and by steam railroad officials. 
Thus, cars are never run singly on our lines, but in 
trains of from two to ten cars each, the average train 
consisting of about three 50-ton cars, with five to seven- 
car trains very common. About the only difference he- 
tween our method of operation and that of a steam line 
is that since we use electricity, power can be applied to 
from 50 per cent to 75 per cent of the axles in the train, 
making the acceleration much faster than with either a 
steam or electric locomotive. 

Five of the eight substations, which furnish power 
to about 175 miles of main-line track, have but one 500- 
kw. rotary each. The excessive swings on these stations 
incident to the rapid acceleration of a heavy train near 
the station makes it very desirable to operate the ro- 
taries with a drooping characteristic. In our case this 
could best be obtained by cutting out the compound 
windings altogether and operating the converters shunt 
wound. Inasmuch as there are never more than two or 
three trains pulling on any one substation at a time, 
and usually but one train, we do not find it any disad- 
vantage to allow the voltage to drop slightly at the sub- 
station when heavy trains are starting near it. On the 
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contrary, we find that it is a great advantage for the 
reason that when a train is starting, it is necessary 
either to cut down the voltage by means of grid re- 
sistors carried on the train, or to allow it to drop at 
the substation. There seems to be no good reason for 
carrying a large amount of grid resistors on the train 
to reduce the voltage at the same time that it is being 
raised at the substation by means of compound winding, 
if such windings are used. 

Moreover, by allowing the voltage to drop slightly at 
the near station, the two adjacent substations are en- 
abled to help by picking up a part of the load. With 
the compound windings cut in on rotary converters cr 
on motor-generator sets under like conditions, the sub- 
station which is overloaded tends to boost the voltage. 
Not only will it then carry all the load on the line, but 
it will actually tend to pick up the adjacent stations and 
motor them unless knocked off the line by the overload— 
which is usually the case. We considered it far better, 
and results have demonstrated that we were right, to 
allow the voltage to drop at the station where the over- 
load occurs, so that the station will stay on the line and 
deliver its full rated capacity at a reduced voltage, in- 
stead of going off the line entirely and not carrying any 
part of the load. Since cutting out the compound wind- 
ings, flashovers have been eliminated almost entirely. 
The effects of a flashover, when one does occur, is 
greatly minimized, for the reason that the field excita- 
tion drops as a result of the short-circuit. Further- 
more, the flashover is not nearly as vicious or destruc- 
tive as it would be if the excitation was held up by 
the series winding, which would be the case if it were 
cut in. 

We have also grounded the frame of our rotaries 
through a limiting resistance to minimize the destruc- 
tive effect of flashovers. Before these changes were 
made, we found that the flashovers on our 1200-volt ro- 
taries were most destructive. 


How to Burn Anthracite Buckwheat 
Instead of Bituminous Coal in a 
Small Railway Plant 


In a recent investigation of the power plant of the 
Coneord, Maynard & Hudson Street Railway at May- 
nard, Mass., Prof. Edward F. Miller of the Massa- 
chusetts Institute of Technology outlined the methods 
to be followed in burning buckwheat instead of soft 
coal in the boiler installation. The boilers are of the 
Aultman-Taylor type, each having about 56 sq. ft. of 
grate surface and a rating of about 230 hp. Experi- 
ence at the old power plant of the Institute in Boston 
indicated a large saving by burning buckwheat at times 
of moderate load. Professor Miller pointed out that in 
order to burn buckwheat at the Maynard plant it would 
be necessary to reduce the area of the openings through 
the grate and to provide a forced draft to furnish air 
under pressure to the ash pit. 

This draft should be varied according to the depth of 
the fire and should beso regulated that the pressure 
over the fire is just about atmospheric. There would be 
no difficulty in burning 20 lb. of coal per square foot 
of grate area per hour, and a maximum of 28 lb. could 
be attained. At this higher rate of combustion there 
would be required 1 in. or 1% in. of air pressure on 
the discharge side of the blower. The evaporation of 
water per pound of buckwheat coal is about 8 lb., and 
from 2 to 214 per cent of the steam would be taken by 
the fan engine. In winter this steam could be ex- 
hausted into the heating system. 

Each boiler burning about 20 lb. of coal per square 
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foot of grate per hour and evaporating about 8 lb. of 
water per pound of coal would develop about 299 hp. 
The amount of air required for the two boilers when 
each is developing 299 hp. would be about 10,200 cu. 
ft. per minute, and a 5-hp. engine would be required 
for the fan. The discharge from the fan would be 
brought down through the side of the setting into the 
ash pit with a damper in the discharge pipe close to 
the boiler. It is necessary, Professor Miller pointed 
out, for the fan engine to have a steam valve between 
the governor and the boiler controlled by a damper 
regulator operated by the boiler pressure. A 44-in. 
by-pass around the throttle makes it possible to keep 
the fan engine turning slowly, even though the dam- 
per regulator may have cut off the main steam supply 
to the engine. This prevents the stalling of the en- 
gine on the center. 

Steam is supplied from the boilers to the heating 
system in the carhouse. About 5000 ft. of 114-in. pipe 
are installed and the estimated heating surface is 2170 
sq. ft. of radiation. It is assumed that % lb. of steam 
per hour is condensed per square foot of heating sur- 
face, or 1185 lb. per hour, including a small building 
with 200 sq. ft. of radiating surface. Were this 1185 
lb. of condensate to be returned to the boiler room at a 
temperature of 200 deg. there would be a saving of 140 
B.t.u. per pound of water if the feed water taken in 
from the outside were at 60 deg. It was estimated that 
this return of condensate would save 432 lb. of coal per 
day of twenty-four hours, and the heating season of 
128 days would enable a total saving of 55,296 Ib. 


Flexible Joint Remedies Turnbuckle 
Brake-Rod Failures 


The Elmira Water, Light & Railroad Company has 
had considerable trouble due to the breaking of the turn- 
buckle brake rods on Standard O-45 maximum traction 
trucks. This rod is a rigid member carrying a turn- 
buckle, and failure was due to the compressive forces 
which were sometimes applied eccentrically so that they 
tended to bend the rods. 

This was remedied by making a turnbuckle brake 


TURNBUCKLE BRAKE ROD WITH FLEXIBLE JOINT 


rod with a joint, the latter having sufficient play in it to 
avoid the bending action. One of these rods is shown 
in the accompanying illustration. To make the joint, a 
socket 4'-in. long and 114-in. in diameter was drilled in 
the threaded section. The rod that fits therein is 1 in. 
in diameter so that there is 14-in. play, which is enough 
to take up the bending action. The two parts are held 
together by a loose-fitting bolt. 


On the United Railroads of San Francisco, Cal., it is 
customary to give the air-brake reservoir a thorough 
test at every overhauling; but without removing it from 
the car. After the drain cock has been removed and 
an air vent attached, water is pumped into the reservoir 
to a pressure of 160 lb., although the normal air pressure 
for braking is but 70 lb. This test has proved effective 
in avoiding reservoir troubles. 
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Financial and Corporate 


Mayor on St. Louis Controversy 


Sets in Motion Plan for Renewing Conferences with 
United Railways—First Meeting on June 20 


) 

The plan of the city of St. Louis, Mo., to take up actively 
again the settlement of its differences with the United Rail- 
ways is gradually unfolding. As stated in the ELEcrriIc RAIL- 
WAY JOURNAL of June 16, page 1109, Mayor Kiel announced 
that on June 15 he would send a special message to the 
Board of Aldermen asking the members to appoint a com- 
mittee of three who with the Mayor and City Counselor shall 
be authorized to take up the existing controversy with the 
United Railways over the mill tax. The Mayor carried his 
plan to the Board of Aldermen on June 15, in accordance 
with his announced purpose, but Alderman Schwartz and 
others rebelled against the plan of the Mayor to create a 
special committee including City Counselor Daues to conduct 
United Railways compromise negotiations. By a vote of 
nineteen to nine the Aldermen decided to eliminate Coun- 
selor Daues, an appointive official, and substitute Comp- 
troller Louis Nolte, an elective official. Alderman Schwartz 
is chairman of the public utilities committee, and the effect 
of Mayor Kiel’s special request was to take away from 
the standing committee headed by Mr. Schwartz the con- 
sideration of the United Railways tangle. Nathan Hall, 
acting president of the Board of Aldermen, appointed as a 
special committee of aldermen, Messrs. Tamme, Bergt and 
Schrantz. Comptroller Nolte and Mayor Kiel will act also 
for the city. 

A few minutes after this matter had been disposed of 
Alderman Tamme introduced a second resolution directing 
the standing committee on streets, sewers and wharves to 
take steps to select the route of an interurban loop down- 
town in connection with the free bridge. This was a sub- 
ject of legislation which for two years had also been re- 
ferred to the public utilities committee. 

On the same day Mayor Kiel wrote a letter to Richard Mc- 
Culloch, president and general manager of the United Rail- 
ways, asking him to name a committee of five to confer with 
the city’s committeemen in the Mayor’s office on June 20. 
The Mayor said this meeting and all subsequent ones would 
be open to the public. 


Rapid Transit Commission Suggested 


Mayor Davis of Cleveland Announces His Intention 
of Seeking to Create a Rapid Transit Commission 


As a result of recommendations of the city planning com- 
mission and a number of civic organizations, Mayor Harry 
L. Davis of Cleveland, Ohio, has announced his intention of 
asking the City Council to authorize the appointment of a 
rapid transit commission, the submission to the voters of a 
bond issue for a sufficient amount to extend the subway en- 
trance to the new Cuyahoga River bridge to the Public 
Square, and for the construction of an underground ter- 
minal at the Public Square. This work would require about 
$3,500,000. 

The city charter provides for a rapid transit commission 
of five members to serve without compensation, when it is 
decided that such a commission is necessary. The commis- 
sion would be authorized to lease any underground railway 
or rapid transit line to the Cleveland Railway. In this its 
operation would be similar to that of the Cincinnati plan. 

It is believed by members of the city planning commis- 
sion and others that, if the subway is ever to be extended in 
Superior Avenue to the Public Square, now is the time to do 
it while the underground approach to the bridge is under 
construction. 
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Construction News 


The proposed plans include two loops of track under the 
Public Square and terminal arrangements which would pro- 
vide a concourse over the tracks, so that patrons could 
reach their cars directly by descending a stairway from this 
concourse, thus making it unnecessary to cross the tracks. 

Arguments were presented to the Mayor for the imme- 
diate completion of this portion of an underground system, 
extensions in other directions to be taken up later. The 
experience gained in building the proposed stretch of under- 
ground road would reach many things that are peculiar to 
the city, and in future work officials could be guided by the 
experiences in this construction. 


Chicago Legislation Lost 


Chicago Traction Bills Die in House Committee— 
Development as Recommended by the Chicago 
Traction and Subway Commission at Standstill 


After the four Chicago traction bills intended to supply 
the enabling legislation for Chicago’s extensive traction plan 
had passed the Senate with a generous majority in their favor, 
they were reported to the House committee on public utili- 
ties and went to the third reading, when the committee ad- 
journed finally without a record vote on any of the four 
measures. The General Assembly adjourned on Sunday 
morning after an all-night session on June 16. This means 
that the development of the Chicago transportation plan as 
recommended by the Chicago Traction & Subway Commis- 
sion is at a standstill for a period of two years, or until the 
next meeting of the State Legislature. 


Strike in Dayton 


Sixty-six Empioyees of Dayton Line, Operating 
Fourteen Miles of Road and Fifty Cars, 
Struck on June 16 


Sixty-six motormen and conductors of the Dayton (Ohio) 
Street Railway on June 16 drove their cars to the carhouses 
at 9 a. m., and declared a strike because the company had 
refused to recognize the union. They had previously been 
granted an increase of wages and were working under a 
schedule ranging from 26 to 32 cents an hour based on the 
length of service. Demands were made for 31 cents for 
night men and 32 cents for day men, with 16 cents an hour 
for substitutes. 

The company has announced that the cars will be operated 
with volunteers from its own organization and new men 
living in the city. Not only had wages been increased, but 
the company had offered the men insurance entirely free 
of cost to them in lieu of recognition of the union. Sev- 
eral conferences were held with the men, and the officers 
of the company had been led to believe there would be no 
strike. It is said that organizers have been at work among 
the men for some time. 

Among other things contained in a statement issued by 
the company is the following: 

“The development of negotiations which led up to the 
present situation seems to indicate that our men are being 
persuaded against their own interest by an unknown influ- 
ence, and the company will, therefore, endeavor to settle the 
matter without regard to the question involved in the recog- 
nition of the union or the right of doubtful outside influences 
to dictate its policy.” 

The wages of employees of other roads operating in the 
city have been increased, but as none of them recognize the 
union it is feared that an effort will be made to involve the 
men on the other lines. 
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Strike Investigation Closed 


Washington Inquiry Concluded—Hearings in Prog- 
ress More Than Five Weeks 


The case before the Senate committee which has been in- 
vestigating the recent strike of the employees of the Wash- 
ington Railway & Electric Company, Washington, D. C., was 
closed on June 16, when counsel concluded their arguments. 
Senator Pittman announced that Senator Hughes, the chair- 
man of the committee, who has been unable to attend any 
of the hearings, would probably not be able to join with the 
committee in its report to the Senate. He said, however, 
that Senator Hughes undoubtedly would be permitted to file 
his report, or to join with the committee in its report later. 

Members of the investigating committee on June 18 began 
to frame individual statements of the facts in the case as 
they appear to them. As soon as all the members of the 
committee have these statements ready Senator Pittman, 
acting chairman of the committee, will call a meeting. He 
expects it will be possible to get the committee together 
in about a week’s time. After the committee in executive 
session has considered the facts in the case it will then 
work on its recommendations to the Senate. Along with the 
suggestions made by counsel for the strikers, for the com- 
pany and on behalf of the public, the committee will give 
consideration to the bill submitted to it by Secretary Wilson 
of the Department of Labor. This measure is designed to 
put an end to the causes of strikes and lockouts by clothing 
a commission with power to settle the questions of wages 
and hours of labor. The hearings before the Senate com- 
mittee have extended over a period of five weeks. 


Strike in Vancouver 


A strike of conductors and motormen on June 13 tied up 
all the lines in Vancouver, North Vancouver and New West- 
minster, B. C., owned by the British Columbia Electric Rail- 
way. Not a wheel turned on the day of the strike, and the 
company made no effort to take the cars out of the car- 
houses. Hundreds of jitneys did a thriving business, but 
there were thousands of early workers who had to walk in 
from their homes in the outlying districts. The representa- 
tives of the union of employees presented a demand recently 
for an increase in wages to meet the high cost of living. The 
company offered a compromise which was not accepted. 

It is stated that the company will make no effort to 
operate. Jitney competition has caused such a serious fall- 
ing off in revenue that the cars in the city have for months 
been operated at a loss. There is said to be no intention of 
securing new men to replace the strikers. The strikers, it is 
claimed, realize that the company is unable to pay higher 
wages, but the men maintain that they cannot keep their 
families on the present wages. There has been no manifes- 
tation of hard feeling between the company officials and the 
union leaders, and both the company and the striking em- 
ployees are looking toward the City Council for action that 
will remove the competing traffic. 

A late report from Vancouver on the strike states that 
the 800 strikers on the company’s lines have been joined by 
the 500 men employed by the same company in Victoria and 
that no cars are being operated in either city. 


Columbus Suburban Franchise 


The Columbus Railway, Power & Light Company, Colum- 
bus, Ohio, was granted a twenty-five-year franchise for its 
Westerville suburban line by the Franklin County Commis- 
sioners on June 13. This line is 10.364 miles in length. So 
long as the franchise has an unexpired period of not less 
than fifteen years, the control of the service is to be in the 
hands of the public, through the commissioners. They will 
exercise this authority through a street railway commis- 
sioner whose salary of not more than $50 a month is to be 
paid out of the revenue of the line. 

The company is to receive an income of not more than 
6 per cent on its present investment and 8 per cent on future 
capital required. The value of the investment was fixed at 
$350,000. For the first ten years the company waives all 
earnings on $75,000 of this amount, but a working capital of 
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$25,000 is included, which makes the amount on which re- 
turn shall be paid $300, 000. All revenues are to be turned 
into the working fund and all expenses paid from it. 

Three fare zones are provided between the Columbus city 
limits and the Westerville terminus, and the rate of fare for 
each zone is the same. There is to be a sliding rate of fare, 
the lowest to be 2% cents per zone and the maximum 6 
cents. At the start the fare is to be 4 cents per zone. 
Should this prove too high, the fare will drop to 3% cents 
per zone when the working fund reaches $35,000. On the 
other hand, if it is too low, the rate will advance to 4% 
cents per zone when the working fund reaches $15,000. In 
other words, the working fund is the barometer. The 
cash fare is to be 5 cents as long as the ticket fare is 4% 
cents or less per zone, and 6 cents when the ticket fare is 
more than 4% cents. 

The public may purchase the line at the actual value as- 
certained at the time of purchase, plus 10 per cent. All 
disputes are to be settled by arbitration and the company 
must pay its share of public road improvements. 

The company advertised the franchise in the Columbus 
Dispatch of June 16 as “a model for future street rail- 
way franchises in Ohio.” 


Baltimore Promotes Social Activities 


United Railways & Electric Company Organizes 
Club for Social and Recreation Purposes 


With a charter membership of 700 or 800 the employees 
in the offices of the United Railways & Electric Company, 
Baltimore, Md., are forming a club for social and recreation 
purposes. For years the company has provided clubrooms, 
bowling alleys, baseball diamonds, etc., for the platform men 
in its employ, but there has never been a definite organiza- 
tion for similar activities among the office employees. 

T. A. Cross, president of the company, in a letter in- 
dorsing the movement has outlined the scope of the new or- 
ganization, and made certain suggestions for the considera- 
tion of the board of governors of the new club. He has 
made it very clear, however, the participation of the officers 
as such will be in an advisory rather than in a governmental 
capacity. 

The organization is to be composed of both women and 
men in the company’s employ. Mr. Cross has indicated 
that the company will provide commodious and well-equipped 
clubrooms downtown close to the general offices, and will 
set aside for athletic purposes a portion of the tract owned 
by the company at its Columbia Avenue shops. This new 
field will not conflict with the athletic field at Columbia 
Avenue now used by the conductors and motormen. The 
name of the club will probably be the United’s Recreatoinal 
League. Membership is to be contingent upon employment 
by the company, though the matter of making certain con- 
cessions to members of the families of employees is to be 
taken up at the organization meeting. 


PRESIDENT CROSS INDORSES PROJECT 


President Cross in his letter indorsing the project said: 

“In considering the question in its entirety, two sides have 
appeared to me. First, since an employee spends so much 
of his life in the place of his employment, it is highly de- 
sirable, from his standpoint, that both the place and the 
people with whom he is associated should be altogether con- 
genial in order that his work may not become mere 
drudgery. An organization or a series of recreational activi- 
ties that will throw the employees together more in social 
intercourse is bound in time to make the business surround- 
ings more congenial. This is the employees’ side. Second, 
when a body of employees is happy in the working sur- 
roundings and harmonious relations are maintained between 
the individual employees, they are bound to be more efficient. 
As a strictly business proposition, then, I feel that in offer- 
ing such a project the company’s heartiest support, I am 
simply making an investment which should be parallel to 
providing proper ventilation or clean floors in the offices. 
This is the company’s side. Keeping both sides of the whole 
matter constantly in mind, I believe that the little innova- 
tion which it is now proposed to introduce will, in course of 
time, prove exceedingly beneficial to all concerned.” 
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Compromise in Duluth : 


_ Agreement Reached with City as a Result of Which 


Condemnation Proceedings Will Be Withdrawn 
The Duluth (Minn.) Street Railway has entered into a 


| compromise agreement with the City Council as a result of 


which condemnation proceedings to take over the system 


under municipal management will be dropped. The com- 


pany agrees to the immediate construction of an extension 


_ of its line from Morgan Park to New Duluth, a distance of 


2% miles, a 5-cent fare on all lines at the end of the war, 


or in any event not later than Jan. 1, 1920, and universal 
_ transfers on all lines now constructed or to be built within 


the city limits. 
The agreement was reached at a conference on June 18 
between the City Commissioners and A. M. Robertson, Min- 


{ neapolis, president of the company. It calls for the opera- 
_ tion of the New Duluth line before Dec. 31, 1917. 
United States Steel Corporation, through whose property 


The 


the extension will be projected, is now preparing the right- 


_ of-way at a cost to it of $146,000. Under the terms of the 
_ compromise the company will continue to charge an extra 


fare for rides west of Highty-fourth Avenue West going 
west and east of Forty-ninth Avenue West going east on the 
Morgan Park-New Duluth line until the time fixed by the 
agreement. The attitude of the city officials in the matter 
is expressed by Mayor Magney, who said: 

“In view of the unsettled world conditions the adjustment 
now made is probably the best that could be obtained. It 
complies with the original demands of the city from the 
street railway before condemnation proceedings were au- 
thorized by the City Council. Municipal ownership of the 
street railway system is simply deferred, and the condemna- 
tion proceedings may be instituted at any time the city may 
find it necessary. The policy of the street railway in the 
future will have to be different from that which it has pur- 
sued in the past.” 

P. G. Phillips, commissioner of public utilities and a 
staunch advocate of municipal ownership of all utilities, 
cast the only vote against rescinding the action of the 
Council in condemning the street railway system. 


Public Utilities in Russia 


Under the title, “Public Utilities in Russia” there appeared 
in the May issue of Russia, a journal of Russian-American 
trade, an article in part as follows: 

“Among the many lines of investment in Russia which 
will deserve the attention of American capital probably few 
are likely to be more attractive in the combination of safety 
with good returns than the loans which will be made by 
hundreds of Russian cities and towns for the construction of 
public utilities. On this subject Richard Martens of R. Mar- 
tens & Company, Inc., New York, in a note among others 
on the results of his investigation of Russian conditions last 
summer, says: 

“ ‘Nearly all the cities and towns visited on our tour which 
do not already possess requisite civic improvements are 
preparing to float loans for the purpose of constructing 
tramway, lighting, water-supply and drainage systems—only 
another evidence of the widespread awakening of the people 
at large and their demand for improvements. As a result 
of the towns having spent little or nothing on municipal 
improvements, the municipal indebtedness is lower than 
anywhere else in the civilized world. Furthermore, before 
a municipal loan is floated, the proposal must be submitted 
in full detail to the Minister of Finance at Petrograd. There 
the matter is carefully studied and worked out with due 
consideration of the existing tax rate; and when finally the 
loan is approved it is fully guaranteed by the government.’ 

“The extent to which the town and urban areas of Russia 
lack the public utilities that the whole people is now de- 
manding may be judged from certain statistics of 1913. In 
respect to tramways, or street railway systems, the number 
of towns equipped is of course much smaller than those 
having some sort of general water supply. Electric lighting, 
on the contrary, has made considerable progress, having been 
adopted in a considerable number of small towns.” 
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Attempt at Strike Faiis 


Employees at Bloomington Stand by the Company 
Against Outside Influence 


The breaking of an agreement existing between the car, 
men and the Bloomington & Normal Railway & Light Com- 
pany, Bloomington, Ill., resulted in an incipient strike of 
about 15 per cent of the men employed by the company on 
May 18. Previous to this time the car men had been work- 
ing under an agreement dated to expire on Sept. 1, but the 
company, realizing the increase in living costs, offered a 
new agreement to be effective from June 1, providing for 
an increase of approximately 10 per cent. 

The proposed new agreement was signed by a majority 
of the men. Seven of the car men, under the leadership of 
outside organizers, refused to accept the agreement and 
five more were discharged for cause. These twelve em- 
ployees then declared a “strike” against the company. 
Their places were immediately filled, as were those of four- 
teen additional men whe left their posts. 

The company continued to give full car service with the 
exception of a slightly curtailed night schedule during the 
early period of the trouble. Traffic has shown only a slight 
decrease from normal. ‘ 

A campaign of intimidation and therats against working 
car men and their families made resort to the courts neces- 
sary, and on June 9 an injunction was issued by the court 
in favor of the company and its employees restraining the 
strikers from using violence against the company’s em- 
ployees and property, intimidating passengers or distribut- 
ing literature designed to discourage riding upon the cars. 

Previous to the granting of the injunction the men issued 
the following statement to the public: 

“We, the undersigned employees of the Bloomington & 
Normal Railway & Light Company, being motormen and 
conductors, desire the public to know that we are satisfied 
with our employment, and that the wages and conditions are 
agreeable. Each of us is working under an unexpired con- 
tract of employment. All we ask is to be left alone so we 
can fulfill our duties.” 

This statement was signed by fifty of the working car 
men and had an appreciable effect upon public sentiment. 

In sympathy with the striking car men a majority of the 
employees in the power house left employment with the 
company on June 12. Their places were filled promptly and 
power service continued without interruption. 

An agreeable feature of the unpleasantness has been the 
demonstration of an excellent spirit of co-operation ke- 
tween the faithful employees and the company. This is 
commented upon editorially in the current issue of the 
B. & N. Light, the company’s house organ. The title of the 
editorial is “Boys, We Thank You.” It follows in part: 

“The spirit shown by the employees of this company has 
been an exhibition of loyalty and bravery seldom equaled. 
It is a matter of deep gratification to know what loyal 
fearless fellow workers we have and we take this oppor- 
tunity of assuring all of you of the deep sense of obligation 
which your splendid conduct has left in us. 

“Your brave action in sticking to your posts has meant 
that we have been able to give to the citizens the service 
which it is our duty and obligation to give. To every man 
who has fulfilled the trust placed in him are due the thanks 
and the deep appreciation of the city. 

“All we ask is that we be allowed to attend to our work 
without annoyance, molestation or interference. We obey 
the laws, we fulfill our obligations, not only as an industry 
but as citizens, and the activities of outside trouble makers 
and agitators seeking, for their own advantage, to stir up 
mischief, have not nor will they cause us to swerve from our 
work so necessary to the welfare of the city. 

“Your welfare and interests are to us a matter of deep 
concern and we promise you that we shall leave nothing 
undone to lighten your added burdens. Your personal 
courage speaks for itself. 

“If it has done nothing else but shown your loyalty and 
good will and brought out this spirit of fellowship and co- 
operation, the situation will have been worth all the annoy- 
ance it has caused.” 
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Southern Pacific Electric Extension Opened.—The elec- 
tric line extension of the Southern Pacific Railway from 
Whiteson to Corvallis, Ore., began operation on June 17. 
The extension is 40 miles long. 


Employees Must Stand Through Congested Portions of 
Cities—While street and interurban railways must furnish 
seats for conductors and motormen at other times, Attorney 
General McGhee of Ohio has ruled that the men in charge 
of cars must stand while passing through congested portions 
of cities. 

I. C. C. Bill Before House.—The bill increasing the num- 
ber of members of the Interstate Commerce Commission 
from seven to nine was brought up in the House on June 13 
and was made unfinished business whenever that order of 
business is again reached, which may be in two or three 
weeks. The bill has already passed the Senate. 


More Utilities Buy Coal Properties ——The Elmira Water, 
Light & Railroad Company, Elmira, N. Y., is reported to 
have purchased for $150,000 the properties of the Queens- 
town Coal Company at East Brady, Pa., with an annual out- 
put of 30,000 tons, while the American Light & Traction 
Company is reported to have bought certain properties of 
the White Star Coal Company in Harlan County, Ky. 


Men at Alliance Get Demanded Increase.—The board of 
arbitration on June 15 decided in favor of the employees of 
the Stark Electric Railroad and the Cleveland, Alliance & 
Mahoning Valley Railway and awarded them the advance in 
wages demanded, 5 cents an hour. All other matters up 
for settlement between the company and the men were 
agreed to before the strike was declared. The split came 
over the question of wages. 


Atlantic Coast Assessment Confirmed.—The Supreme 
Court of New Jersey has affirmed the assessment levied by 
the State Board of Taxes and Assessment upon the gross 
receipts of the Atlantic Coast Electric Railway, Asbury 
Park, N. J., amounting to $363,742. The company sought 
to have a reduction of $67,752 made for current delivered to 
the Atlantic Coast Electric Light Company, but the Su- 
preme Court ruled that the company must pay its tax on 
this sum. 


B. J. Arnold Engaged by Baltimore.—The Mayor of Balti- 
more, Md., has engaged Bion J. Arnold, Chicago, Ill., as con- 
sulting engineer to advise the city in connection with the 
plans for improvement which have been laid before the 
Mayor by the Pennsylvania Railroad. These plans include 
new tunnels through the city to convert the Philadelphia, 
Baltimore & Washington into a four-track railroad. The 
public meanwhile is urging the Mayor to require the rail- 
road to install electricity as motive power on its tunnel 
lines. 


Third Arbitrator to Be Called in East St. Louis.—The two 
arbitrators who have been considering the differences be- 
tween the employees and the East St. Louis & Suburban 
Railway, East St. Louis, Ill., have been unable to agree on 
the wage question and have decided to name a third arbi- 
trator to act with them under the terms of the arbitration 
agreement. Up to June 19 ten names had been submitted, 
but none of those proposed was acceptable to. both sides. 
The situation remained unchanged on June 21 with respect 
to the selection of the third member. 


Twin Peaks Tunnel Line at San Francisco Soon Ready.— 
The work of lining the Twin Peaks tunnel has been com- 
pleted and the finishing touches are being put on the sta- 
tions at Laguna Honda and the two portals. The Board of 
Public Works called for bids for June 20 on the construc- 
tion of a double-track line from Market and Castro Streets 
through the tunnel to Sloat Boulevard beyond the west por- 
tal, a total distance of about 3 miles. It is expected that 
this work will be completed in time to allow cars to be 
operated through the tunnel before the first of next year. 


Budget Plan for Bonds Advocated at Cincinnati—Alfred 
settman, speaking before the New Charter Commission re- 
cently, advocated that bond issues for each year be made up 
on the budget plan by the Mayor and that all be acted upon 
at once. This would prevent the haggling and unsatisfac- 
tory results that sometimes arise out of bond legislation 
all through the year. Mr. Bettman also argued in favor of 
creating a municipal public utilities commission, which 
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would have charge of all the utilities of the city. This would 
mean that the jurisdiction of the Rapid Transit Commission 
would be changed to include all other utilities in addition to 
the new loop that is to be constructed. 


Wage Conferences in Ogden.—Representatives of the em- 
ployees of the Ogden, Logan & Idaho Railway, Ogden, 
Utah, and the officials of the company are conferring over 
the matter of wages. Under the old scale the men received 
25 cents an hour for the first two years, 27% cents for the 
third and fourth years, and 30 cents an hour thereafter. 
The company offers to sign a new contract providing for the 
payment of 25 cents an hour for the first year, 27 cents an 
hour for the second year, 30 cents an hour for the third and 
fourth years and 32 cents thereafter. It is said that the 
men consider the offer of the company inadequate owing to 
the present era of high costs. 


Frontier Case Again Before Commission.—Further ob- 
jections were made on June 7 before the Public Service 
Commission for the Second District of New York by the 
New York Central Railroad against the project of the 
Pennsylvania Railroad and the Delaware, Lackawanna & 
Western Railway to use the tracks of the Frontier Electric 
Railway for a main connecting link for their freight traffic 
between Buffalo and Niagara Falls and Canada. It was 
indicated by the commission that it would require still 
further testimony before taking action on the revocation 
of the Frontier’s certificate. This matter has been referred 
to previously in the ELectric RAILWAY JOURNAL for Jan. 
20, page 135; Feb. 10, page 262, and April 14, page 706. 


Paving Claims Paid.—The Central Park, North & East 
River Railroad, New York, N. Y., has paid to the city 
$184,524, representing the first dividend of 75 per cent upon 
judgments obtained by the city and claims allowed by the 
referee. The actions upon which judgments were obtained 
and the claims established before the referee were, for the 
most part, predicated upon certain provisions of the rail- 
road law, which obligated street railways to maintain the 
pavement between their tracks and for 2 ft. outside. Be- 
cause of the refusal of the Central Park, North & East 
River Railroad to maintain the pavement areas when noti- 
fied to do so, the city did the paving at its own expense 
and charged it to the company. The case was carried by 
the railroad through the Court of Appeals. 


Injunction Against Abandonment of Unprofitable Line— 
A public carrier will not be permitted to abandon a branch 
of its system because it is not profitable, states Judge 
Arthur M. Wallace, in the Jefferson Circuit Court at Louis- 
ville, who has granted a temporary restraining order against 
the Louisville (Ky.) Railway. The company, required by 
the Board of Park Commissioners to remove a double track 
on Forty-sixth street to the side of the street, has proposed 
abandoning the half mile of track, which leads from the 
terminus of the Broadway line to a summer amusement 
park, operated only in a small way and served by another 
line of the railway. Suit brought by the owner of the 
amusement resort led to the injunction. Cost of the changes 
to the railway would be $14,000, it was stated by the com- 
pany, and patronage would not justify the outlay. 


Seattle Mayor States His’ Attitude on Bridge Matter.— 
Although the City Council of Seattle, Wash., has passed 
two ordinances both intended to prevent street railway 
traffic by the Puget Sound Traction, Light & Power Com- 
pany over the Fremont bridge, until the company agrees 
to pay $1,000 a month for the privilege of operating over 
the structure, or in lieu of that a lump sum of $60,917 and 
$333 a month thereafter, Mayor H. C. Gill has announced 
that cars are to operate over the structure. The Mayor, 
who has the power to prevent the operation of cars over 
the bridge, stated that he would not take any action to 
deprive the people of the north end of the city of car service. 
He regards the interests of the public to be paramount to 
any dispute between the city and the company and expresses 
the opinion that the question of rental is one that can be 
agreed upon by the parties interested, or be fixed by the 
courts. 

St. Louis Loop Matter Up Again.—In addition to nego- 
tiating the compromise with the United Railways, St. Louis, 
Mo., the special committee appointed from the Board of 
Aldermen was instructed to investigate the question of a 


JUNE 23, 1917] 
municipal interurban loop, down town, to accommodate the 
electric railway lines that use the Free Briage. The munici- 
pal loop question has been under consideration for more 
than a year by the Board of Public Service. Two routes 
have been suggested. The route which is favored by the 
board at present would be north on Seventh Street from the 
Papin Street terminus of the highway approach to a loop 
bounded by Walnut, Sixth, Chestnut and Seventh Streets. 
The other route under consideration would extend north on 
Fourth Street to Morgan, west to Eleventh Street, connect- 
ing with the Illinois Traction System tracks, and back to 
Seventh Street and Clark Avenue by way of streets that 
have not been determined. 


Bonds Proposed for Tacoma Municipal Extension.—First 
action toward the building of the Eleventh Street municipal! 
railway extension to the east side of the bay to connect 
with the big shipyards was taken by the City Council of 
Tacoma, Wash., recently when the ordinance was introduced 
authorizing the issuance of $180,000 of city utility bonds to 
provide funds to build, equip and place the line in opera- 
tion. The line may be single or double track. C. D. Atkins, 
the commissioner of public works, is placed in charge of 
construction. While no arrangement has been made for the 
sale of the bonds, it has been officially agreed that the 
money is to be taken temporarily from the light and power 
reserve fund. To make this possible it was necessary to 
include in the ordinance a clause requiring that the car 
line be operated to produce sufficient revenue to pay off 
the principal and interest. Should the line fail to provide 
this amount, the deficit is to be paid by drawing upon 
such sources of revenue as come from corporation taxes. 
These requirements were included in the ordinance through 
the necessity of protecting the city in the purchase of the 
bonds. 


Seattle Elevated Will Cost $937,000.—According to a re- 
port made to the City Council of Seattle, Wash., by A. H. 
Dimock, city engineer, the extension of the municipal 
street railway proposed by Councilman Oliver T. Erickson, 
by the construction of an elevated street railway on Wash- 
ington Street, from Fourth Avenue South to Railroad Ave- 
nue, and on Railroad, Whatcom Avenue and West Spokane 
Street, to the West Waterway, and an extension with the 
Ballard lines, will cost $937,000. The report places the 
cost of the double-track elevated of steel on Washington, 
from Fourth Avenue South to Railroad Avenue, at $550,000; 
cost of a double-track wood-trestle railway on Railroad 
Avenue. Whatcom Avenue, and Spokane Street to the 
West Waterway at $300,000; sidewalk along one side of 
the wooden structure along Railroad and Whatcom Ave- 
nues, $12,000; extension of Division A of the municipal line 
from Thirteenth to Fifteenth Avenue West, and from 
morth end of Fifteenth Avenue N. W., bridge on Leary 
Avenue, to Market Street, $75,000. Mr. Dimock estimates 
‘that by building a portion of the line on Railread, What- 
com and Spokane, where there are no railway tracks to 
‘mterfere at the present time, the cost may be reduced about 
$40,000. 

Kentucky Franchise Tax Decision.—As noted briefly in 
tthe ELEcTRIC RAILWAY JOURNAL for June 16, page 1111, 
‘the railways operating in Kentucky have gained an im- 
portant victory in a recent decision of the Supreme Court 
‘of the United States in the matter of franchise taxation. 
‘The finding applies to the electric railways as well as to the 
steam railroads. The Louisville & Interurban Railway was 
a party to one of the group of cases. The court in effect 
holds that railroads and public utility corporations have 
the right to the same equalization of their property values 
for purposes of taxation as is enjoyed by the owners of 
other property. The question common to all of the cases 
at issue was as to the rights of the railroads to have their 
property assessed for taxation at no higher proportion of 
its actual value than other property throughout the State 
is assessed. In its decision the United States Supreme 
Court upheld the Federal Circuit Court for the Eastern 
District of Kentucky, holding that property in general 
throughout the State is assessed at not exceeding 60 per 
cent of its actual value, and that the railroads have the 
right to insist that their properties shall not be assessed 
at more than 60 per cent of their actual value. 
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Financial and Corporate 


Annual Reports 


Havana Electric Railway, Light & Power Company 


The comparative income statement of the Havana Electric 
Railway, Light & Power Company, Havana, Cuba, for the 
calendar years 1915 and 1916 follows: 


-1916 1915- ~ 
Per Pr 

: : Amount Cent Amouut Cent 

Gross earnings ............$6,017,708 100.00 $5,541,302 100.00 
Operating expenses and 

LBC We Keka Gade rots ales 2,443,885 40.61 2,337,506 42.18 
ENGL: CAMTIN ESM sc sys sais nase $3,573,823 99.39 $3,203,796 57.82 
PtH ORs BICONE 6st Mas oh dee 144,561 2.40 147,874 2.66 
Gross income ............. $3,718,384 61.79 $3,351,672 60.48 
PUSEU Charges, Sly con tects. « 1,297,093 21,55 1,115,414 20.13 
NEL) iieome: Foes. 6.Vieue $2,421,291 40.24 $2,236,258 40.35 


A summary of the operations of the various departments 
also follows: 


Gross Operating Per Cent Net Per Cent 
Karnings Expenses of Earnings of 
from and Gross from Gross 
Department Operation Taxes Earnings Operation Marnings 
Electric railway .$3,122,362 $1,346,260 43.12 $1,776,102 56.88 
Electric light... 2,099,059 552,286 26:31 1,546,824 73.69 
Benes (Osh a ite ek 575,290 344,927 59.95 230,363 40.05 
Stage lines..... 219,334 198,874 90.67 20,459 9,33 
Electric omni- 
buses (one 
PRONE) (oe eens 1,662 1,558 95.54 74 4.46 
Total ......$6,017,708 $2,443,885 40.61 $3,573,823 59.39 


The most notable developments of the last year were in 
the new business of the electrical and gas departments, al- 
though the results of railway operation were better than 
in any preceding year. The total number of passengers 
carried on the cars during 1916 was 59,698,791, an increase 
of 9.93 per cent over 1915. In the electrical department the 
gross earnings increased 13.09 per cent and the net earnings 
13.68 per cent, while in the gas department the gross gained 
12.2 per cent and the net 23.6 per cent. 

Comparative statistics of operation for the railway de- 
partment in 1916 and 1913 show the following results: 


Per Cent 
1916 1913 Change 
Number of passengers carried... 59,698,791 56,782,362 + 5.14 
Passenger car-miles ............ 12,143,682 10,543,739 +15.17 
Passenger earnings ............ $2,984,939 $2,839,118 + 5.14 
Passenger earnings per car-mile. $0.2458 $0.2693 — 8.73 
Operating expenses ............. $1,307,928 $2,909,233 — 8.34 
Operating expenses per car-mile. $0.1076 $0.1853 —20.47 
Operating ratio (per cent)...... 41.89 49.05 —14.60 
Net earnings from operation..... $1,814,434 $1,482,260 -+22.40 


The foregoing comparison is made with 1913 because this 
was the last preceding year that showed a normal growth. 
During 1914 and 1915 traffic conditions in Havana were 
very much disturbed by the abnormal extent of unemploy- 
ment. 

The earnings of the stage lines continued to decrease, the 
loss in 1916 being $45,937 or 17.3 per cent. The falling-off 
was partly due to labor conditions, but mainly to the pref- 
erence of the public for the street cars. It is expected that 
the electric motor omnibuses, twelve of which were placed 
on trial last December, will enable this service to be con- 
tinued with profit. 


Cleveland, Painesville & Eastern Railroad 


The operating revenues of the Cleveland, Painesville & 
Eastern Railroad, Willoughby, Ohio, for the calendar year 


. 1916 totaled $441,139, an increase of $37,087, while the 


operating expenses rose $30,951 to $222,988, leaving ne‘ 
revenue from railway operations of $218,150, a gain of 
$6,136. Taxes at $27,280 showed a slight increase, so that 
the operating income of $190,870 represented a gain of 
$5,329. Non-operating income fell off a little, and the de- 
ductions from income, mostly owing to miscellaneous debts, 
increased $4,162 to a total of $137,414. The surplus of 
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$56,329 for the last year, therefore, was only $1,062 greater taxes paid, have disastrously affected electric railways 
than that of 1915. The gain in operating revenues for throughout the country and particularly those operating in 
1916, amounting to 9.08 per cent, was in marked contrast the Eastern district. 
to the result obtained in 1915, a loss of 0.36 per cent. The Data for the three months ended March 31, 1917, repre- 
1916 percentage gain was the best since 1910, while the senting 9717 miles of line of companies scattered throughout 
numerical gain was the largest in the company’s history. the country, figured on the per mile of line basis, indicates 
The increased earnings per mile during 1916 are shown an increase in operating revenues of but 6.25 per cent, while 
below: Operating revenues per mile, $11,512, an increase operating expenses increased 10.93 per cent and net earn- 
of $968; operating expenses per mile, $5,819, an increase of ings decreased 1.99 per cent. Data representing approxi- 
$807; net operating revenue per mile, $5,693, an increase mately 75 per cent of the above mileage indicate an increase 
of $160, and operating income per mile, $4,980, an increase in the amount of taxes paid of 7.65 per cent and a decrease 
of $139. The total expenditures for additions and improve- in operating income of 8.13 per cent. 
ments chargeable to capital account in 1916 were $68,340. The returns from the city and interurban electric rail- 
ooo ways, as shown in detail in the appended table, have been 
é A ae i Te classified according to the following geographical grouping: 
Electric Railway Statistics Eastern District—East of the Mississippi River and ee 


nee : of the Ohio River. Southern District—South of the Ohio 
Rising Costs Affect the East—Comparison of Returns River and east of the Mississippi River. Western District— 


for March, 1917, and for the Quarter, January- Went’ of the: Missing gor Hives: 
March, 1917, with Those for 1916 Of the three groups shown in the accompanying table, 
A comparison of electric railway statistics for the quarter, returns for the Southern and the Western apparently indi- 
January-March, 1917, with figures for the corresponding cate a slight degree of improvement over the corresponding 
months of 1916, made by the information bureau of the period of the previous year, while returns for the Eastern 
American Electric Railway Association, indicates that the are decidedly unsatisfactory. Data for the latter district, 
expenses during this period have increased faster than the representing 6428 miles of line, indicate an increase in 
revenues. The rising costs of materials and supplies used operating revenues of 6.25 per cent, in operating expenses 
by electric railways, together with increases in wages and of 12.85 per cent and a decrease in net earnings of 5.15 


COMPARISON OF REVENUES AND EXPENSES OF ELECTRIC RAILWAYS, MARCH, 1917 AND 1916 


Unrrep Sra tes Eastern District Sournern District Western Disrricr 
Rocatent Per Mile of Line Per Mile of Line Per Mile of Line Per Mile of Line 
: Amount, |_ Amotnt, |__ = L Amoung, “ee eee gt Se See Annis 
March, March ‘ March, March, 
1917 | 1917 | 1916 Ze In- | 1917 1917 | 1916 | %In-| 1917 | 1917 | 1916 | % In-| 1917) 917 | 1916 | % In- 
crease crease crease crease 
Goaate POVENUGR) 0-4 cc nem sae ess '$20, 947, 801/$2,156)$2,016| 6.94 |$14,956,486/$2,327/$2,174| 7.04 |$1,384,733/$1,304/$1,224) 6.54 / $4, 606 ,582,$2,069/$1,943) 6.48 
Operating expenses . | i 751,218) 1,415) 1,281) 10.46 9,927,049] 1,544) 1,380) 11.88 782,016; 736 718| 2.51 | 3,042,153) 1,366] 1,264) 8.07 
Wet earaings os fis lavas FO eee 7,196, 583| 741 735| 0.82 5,029, 437 783 "794 71.39 602, 717\ 568 506] 12.51 | 1,564,429} 703) 679) 3.53 
Operating ratio, per cent............. ae 1917, 65.65; 1916, 63.54 1917, 66.35; 1916, 63.47 1917, 56.44; 1916, 58.60 | 1917, 66.02; 1916, 65.05 
Average number of miles of line represented | 1917, 9,717; 1916, 9,621 1917, 6,428; 1916, 6,359 1917, 1,062; 1916, 1,059 | 1917, 2,227; 1916, 2,203 


ae 


COMPANIES REPORTING TAXES 


Operating revenues................-.--- $15, 925,326|$2, 134/$2,030) 5.12 |$10,500,275|$2, 262/$2,167) 4.38 $847, 613] $1,298)$1,214| 6.92 | $4,577 43882, 13st, 985! 6.49 
Operating expenses ...| 10,797,358) 1,447] 1,328] 8.96 7,306,655) 1,574) 1,438) 9.46 ,0 720 682) 5.57 3,020 638} 1,395} 1,289 8.22 
Net earnings.......... -| 5,127,968, 687 702| 72.14 3,193,620 688 729) 15.62 377,548 578 532) 8.65 1,556, ‘800 718 696| 3.16 
Taxes. 4 inet -|, 1,125,856) 151 7.86 725,545 156 143) 9.09 69,672 107 101| 5. 94 330,639 153 145) 5.52 
Operating income. aR oii ove coy te eee Ata 4,002,112 536 562 2,468,075 532 586) 79.22 307, 876 471 431] 9.28 1,226,161 565! 551] 2.54 
Operating ratio, per cent................} 1917, 67.80; 1916, 65.41 1917, 69.58; 1916, 66.35 1917, 55.46; 1916, 56.18 1917, 66.01; 1916, 64.93 
Average number of miles of line represented] 1917, 7,461; 1916, 7,369 1917, 4,642; 1916, 4,573 | 1917, 653; 1916, 653 1917, 2,166; 1916, 2,143 
{Decrease 
COMPARISON OF REVENUES AND EXPENSES OF ELECTRIC RAILWAYS FOR QUARTER, JANUARY-MARCH, 1917 AND 1916 
Unirep States Eastern District Sovuraern Districr Western Districr 
| Per Mile of Line Per Mile of Line Per Mile of Line Per Mile of Line 
Acco unt Amount, ! Amount, Amount, Amount, 
January- ———————————_|_ January- |—--—————————__| January- | --——————————_ January- |— 
March, March, March, March, 
1917 % Tn- 1917 % In- 1917 % In- 1917 % In- 
1917 | 1916 crease 1917 | 1916 crease 1917 | 1916 | crease 1917 | 1916 | crease 
Fates a 
= | . 
Operating revenues... ........0...0ee eee $60,005,005 $6,175|$5,812) 6.25 |$42,693,189|$6, 6421$6,251 6.25 |$3 ,955 ,892/$3,725'$3,550) 4.93 |$13 ,355,924/$5,997/$5,633) 6.46 
Operating expenses...............0.00005 39,930,526 4,109] 3,704) 10.93 | 28,734,534) 4,470) 3 961) 12.85 | 2,300,032) 2,166| 2,073) 4.49 | 8,895,960} 3,995] 3,748) 6.59 
Neb Gdinings. <.6caviexanecnsmonceen eee 20,074,479 2,066] 2,108) 71.99 | 13,958,655| 2,172] 2,290) 15.15 | 1,655,860) 1,559] 1,477) 5.55 4,459,964] 2,002) 1,885) 6.21 
Operating ratio, per cent........,......5 1917, 66.54; 1916, 63.73 1917, 67.30; 1916, 63.37 1917, 58.15; 1916, 58.39 1917, 66.62; 1916, 66.54 
Average number of miles of line represented 1917 9,717; 1916, 9,621 1917, 6,428; 1916, 6,359 1917, 1,062; 1916, 1,059 1917, 2,227; 1916, 2,203 
COMPANIES REPORTING TAXES 

Operating revenues... ........0.ee0eeeee $45,726, 718\86, 129) |$5,862| 4.55 |$30,035,511/$6,470/$6,247| 3.57 |$2,421,209)$3,708/$3,515) 5.49 $13,269, 998)/$6, 126 6.45 
Operating expenses. ........+--+0++000++ 31/435,899| 4,213) 3,846| 9.54 | 21,241,289 4,576] 4,125) 10.93 | 1,363,515! 2,088) 1,975] 5.72 831,102) 4,077 6.70 
Nob GArMINGE. » 5 sion eee cen wecomeanatat | 14,290,819} 1,916) 2,016) 74.96 | 8,794,229) 1,894) 2,122/t10.74 | 1,057,694] 1,620) 1,540) 5.95 
VSZOG i ciewreie sean, ee eee 3,255,475| 436) 405 2, 077, 168} 447) 408) 9.56 204,468} 313) 297 ; 4.65 
Operating incomes: isch. senschae aereaay 11,035 ,344| 1,480, 1,611 6, 717) 061| 1,447) 1,714|t15.58 853,226) 1,307] 1,243 3,465,057 1,599] 1,504) 6.32 
Operating ratio, per cent...........6..05- 1917, 68.74; 1916, 65.61 1917, 70.73; 1916, 66.03 1917, 56.31; 1916, 56.19 1917, 66.55; 1916, 66.39 
Average number of miles of line represented 1917, 7,461; 1916, 7,369 1917 4,642; 1916, 4,573 1917, 653; 1916, 653 1917, 2,166; 1916, 2,143 


tDecrease. There were twenty-nine days in February, 1916, and only twenty-eight days in February, 1917. 


about the same percentage rate as the earnings. 
_ groups show, however, increases of approximately 6 per 
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per cent. Returns representing approximately 75 per cent 
of the above mileage show an increase in the amount of 
taxes paid of 9.56 per cent and a decrease in operating 
income of 15.58 per cent. Returns for the Southern and 
Western groups indicate that expenses have increased at 
Both 


cent in net earnings and 5 per cent in operating income. 

The operating ratio for the country as a whole has in- 
creased from 63.73 per cent in 1916 to 66.54 per cent in 1917. 
The operating ratio of the Eastern district has increased 
_ from 63.37 per cent in 1916 to 67.30 per cent in 1917. The 
operating ratios of the Southern and Western groups have 
changed very little. 


Columbus, Delaware & Marion Sold 


Ohio Road Disposed of at Foreclosure to R. H. 
Beaton—Reorganization Plan 


Ralph H. Beaton,, 20 East Broad Street, Columbus, Ohio, 
representing Eastern capitalists, purchased the property of 
the Columbus, Delaware & Marion Railway at receiver’s 
sale on June 11, for $417,494. The court had fixed a mini- 
mum price at $250,000. The company has underlying bonds 
amounting to $1,582,505 and some other obligations. Ap- 
praisers had fixed the total value of the property at $2,000,- 
000. The sale was made subject to the mortgages and other 
claims. 

The reorganization of the company under its new owner- 
ship has been approved by the Ohio Public Utilities Commis- 
sion. The new company is authorized to issue $700,000 of 
common stock, $650,000 of 7 per cent preferred stock and 
$1,994,000 of 5 per cent twenty-year bonds, secured by mort- 
gage on the entire property and franchises. Of the bonds 
$1,533,000 will be exchanged for underlying bonds of the old 
company and $100,000 will be sold to obtain funds for im- 
provements during the present year. 

Mr. Beaton has made no announcement of the personnel 
of the new owners, other than to say they are Eastern capi- 
talists. It is understood that the name of the new company 
is the Columbus, Delaware & Marion Electric Company of 
Columbus. This company was incorporated recently by 
Samuel L. Finn, Daniel Blau, I. Webb, Ira Crawford and 

M. F. Sheeler. 


Platform of Investors’ Protective 
Association 


Publicity, Proper Compensation for Service and 
Square Deal for Corporations Asked 


The first regular meeting of the advisory council of the 
Investors’ Protective Association of America, organized by 
N. L. Amster, was held recently. Those who attended were 
I, Reynolds Adriance, president of Merchants National 
Bank, Poughkeepsie; John A. Sleicher, editor Leslie’s [llus- 
trated Weekly; Oliver M. W. Sprague, professor of banking 
and finance, Harvard University; Peter G. Ten Eyck, former 
congressman from New York. Among the principal planks 
in the platform adopted were: 

Vigorous opposition to wasteful and inefficient manage- 
ment of corporations. 

All possible publicity respecting every corporate activity. 

Waken, educate and enlighten the public to a realiza- 
tion that it is not only just, but to its interests, that rail- 
roads and public utility corporations receive proper com- 
pensation for their service. 

Receivers shall not be appointed without first giving public 
notice to all parties in interest. 

Reorganization committees to be chosen by a poll of se- 
curity holders. 

Readjust method and system of issue and sale of cor- 
porate securities so as to make corporations less dependent 
upon any single or collective group of banking and finan- 
cial interests. ; 

Mold public opinion as to the rights of minority stock- 
holders and insist that they shall always have representa- 
tion on the board of directors. 
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The slogan is “a square deal alike for corporations, se- 
curity holders and the public.” 

Positive direct responsibility of directors and corporate 
managers. Severe penalties for misrepresentation of facts 
and for improper use of corporate funds or other corporate 
property. 

F Mr. Amster attracted nation-wide attention by his opposi- 

tion to the receivership for the Chicago, Rock Island & 
Pacific Railway. Although he failed to prevent the appoint- 
ment of a receiver he carried on his fight and subsequently 
was made chairman of the board of directors of the com- 
pany. The road was rehabilitated out of current funds 
and Judge Carpenter only recently in the federal court 
aes the receivership of the company without fore- 
closure. 


R., S. & E. Bond Deposits Increase 


The readjustment coinmittee of the Rochester, Syracuse 
& Eastern Railroad, Syracuse, N. Y., has turned over to the 
bondholders’ protective committee of that road bonds 
amounting to $357,000 which had been deposited with it. 
This leaves the latter committee as the only one in the re- 
organization of the railway. The bondholders’ protective 
committee had deposited with it previous to this $4,165,000 
of the $4,986,000 of bonds outstanding. The total now held 
by the protective committee is therefore $4,522,000, leaving 
$374,000 yet to be deposited. 


Alabama Traction, Light & Power Company, Ltd., New 
York, N. Y.—The total operating revenues of the Alabama 
Traction, Light & Power Company, Ltd., for the calendar 
year 1916 were $1,471,433, and the total earnings $1,515,953, 
a gain of $474,805, or 45 per cent. Of the operating reve- 
nues $110,758 came from the railway department as com- 
pared to $86,349 in 1915, an increase of $24,409, or 28 per 
cent. The railway operating expenses at $93,319 repre- 
sented an increase of $21,644, or about 30 per cent for the 
year. 


American Cities Company, New York, N. Y.—The Amer- 
ican Cities Company has passed its usual semi-annual divi- 
dent of 1% per cent. The company has paid the dividend 
since July 1, 1915. Lee Benoist, vice-president of the com- 
pany, is reported to have said: “Notwithstanding the fact 
that the earnings of the American Cities Company are show- 
ing very satisfactory increases, the directors felt that in 
view of current market conditions for corporation securi- 
ties the earnings of the company should be applied to the 
purchase of its subsidiary companies’ securities, issued for 
their general development purposes and, therefore, decided 
that for the time being a distribution on the preferred stock 
should be deferred. This action is recognized as materially 
strengthening the financial situation of the shareholders of 
the American Cities Company.” 


Buffalo (CN. Y.) Southern Railway.—The bondholders of 
the Buffalo Southern Railway, operating between the Buf- 
falo city line and Hamburg and Orchard Park, have until 
July 1 to decide whether to improve the road or dispose of 
the property to interests that will rehabilitate it. The Pub- 
lie Service Commission has recommended improved service 
and the betterment of the condition of the equipment. 
Towns along the company’s line have complained about the 
service and equipment. The railway is in the hands of a 
receiver. The cars operate over the tracks of the Interna- 
tional Railway between the Buffalo city line at Seneca 
Street and the terminal at Main and Clinton Streets. At 
one time the International Railway made an effort to acquire 
the property. 

Commonwealth Power, Railway & Light Company, Grand 
Rapids, Mich.—Harris Forbes & Company, New York, N. 
Y., announce an offering of $1,000,000 of first lien and re- 
funding 5 per cent gold bonds of the Consumers’ Power 
Company, a subsidiary of Commonwealth Power, Railway & 
Light Company. The issue has been authorized by the 
Michigan Railroad Commission, based on appraisals made 
of the company’s property. The offering is at 95. The 
bonds are due on Jan. 1, 1936, and are callable at 105 and 
interest on any interest date. 
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Mahoning & Shenango Railway & Light Company, 
Youngstown, Ohio.—The stockholders of the Mahoning Val- 
ley Railway, Mahoning Valley Southeastern Railway, 
Youngstown Park & Falls Street Railway and the Youngs- 
town & Sharon Street Railway have ratified an agreement 
for the merger of these companies with the Mahoning & 
Shenango Railway & Light Company. As stated previously 
in the ELectric RAILWAY JOURNAL the merger is being 
carried out entirely in the interest of intercorporate sim- 
plicity. 

New Jersey & Pennsylvania Traction Company, Trenton, 
N. J.—The New Jersey & Pennsylvania Traction Company 
has filed a certificate with the Secretary of State of New 
Jersey reducing the authorized capital stock from $3,000,000 
to $500,000, divided into 5000 shares. 

Nertcn, Taunton & Attleboro Street Railway, Norton, 
Mass.—The Norton, Taunton & Attleboro Street Railway, 
successor to the Norton & Taunton Street Railway, has 
applied to the Massachusetts Public Service Commission for 
authority to issue $120,000 of twenty-year 5 per cent bonds 
and 12,000 shares of stock of a par value of $100 for the 
purpose of financing the purchase of and operating the rail- 
way and part of the property, including franchises and lo- 
cations formerly owned by the predecessor company. 

Pennsylvania & Ohio Railway, Ashtabula, Ohio.—The 
Pennsylvania & Ohio Railway, which operates the local city 
lines in Ashtabula as well as the interurban line between 
Conneaut and Jefferson, has been placed in the hands of 
Palmer Wardman, superintendent of the company, as re- 
ceiver by Judge Roberts of the Common Pleas Court as the 
result of action brought by the Citizens’ Savings & Trust 
Company, Cleveland, Ohio. There are three issues of 
bonds outstanding, namely, $600,000 of first mortgage 5s 
of the Pennsylvania & Ohio Railway, $100,000 of first 
5s of the Pennsylvania & Ohio Railway, Jefferson division, 
and $200,000 of general 5s secured on the entire property, 
but subject of course to the other two issues. The Citizens’ 
Savings & Trust Company is trustee of all the issues. 


Sacramento Valley Electric Railrcad, Dixon, Cal. —The 
sale of the property of the Sacramento Valley Electric 
Railroad under foreclosure, set for May 26, has been post- 
poned until June 23. The road as at present constructed is 
12 miles long. 

Standard Gas & Electric Company, Chicago, Ill.—The 
Philadelphia Trust Company, trustee, is advertising for 
tenders of Standard Gas & Electric Company convertible 6 
per cent sinking fund gold bonds maturing Dec. 1, 1926, to 
absorb $67,510 now available in the sinking fund. Tenders 
will be received until July 6. 

Waycross Street & Suburban Railway, Waycross, Ga.— 
The property of the Waycross Street & Suburban Rail- 
way was sold on June 5 at receiver’s sale to L. J. Cooper, 
acting for the Waycross Savings & Trust Company, for 
$14,500. 


Dividends Declared 


Asheville Power & Light Company, Asheville, N. C., quar- 
terly, 1% per cent, preferred. 

Birmingham Railway, Light & Power Company, Birming- 
ham, Ala., 3 per cent, preferred; 1 per cent, common. 

Carolina Power & Light Company, Raleigh, N. C., quar- 
terly, 1% per cent, preferred. 

Columbus Railway, Power & Light Company, Columbus, 
Ohio, quarterly, 1% per cent, preferred, Series A. 

Elmira Water, Light & Railroad Company, Elmira, N. Y., 
quarterly, 1% per cent, first preferred; quarterly, 1% per 
eent, second preferred. 

Hestonville, Mantua & Fairmont Passenger Railway, 
$1.50, preferred; $1, common. 

Interstate Railways, Camden, N. J., 30 cents, preferred. 

Louisville (Ky.) Traction Company, quarterly, 1 per cent, 
common. 

Ottawa (Ont.) Traction Company, quarterly, 1 per cent. 

Philadelphia Company, Pittsburgh, Pa., quarterly, 87% 
cents, common. 

Tri-City Railway & Light Company, Davenport, Iowa, 
quarterly, 1 per cent, common. 

Washington, Baltimore & Annapolis Electric Railroad, 
Baltimore, Md., quarterly, 1% per cent, preferred. 
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Electric Railway Monthly Earnings 


BANGOR RAILWAY & ELECTRIC COMPANY, BANGOR, ME 


: Operating Operating Operating Fixed Net 
Period Revenue Expenses Income Charges Income 
im., Apr.,. *17 $70,632 *$41,137 $29,495 $18,841 $10,654 
i sf "16 62,654 *35,266 27,388 17,697 9,691 
43™ r ga by 860,144 *486,017 374,127 219,215 154,912 
12) 4¢ -” "16 794,421 420,172 374,249 212,875 161,274 
BATON ROUGE (LA.) ELECTRIC COMPANY 
Inn, Apri, it. $18,987 *39,849 $9,138 $3,497 $5,641 
oy 2 "16 15,746 *8,239 7,507 3,463 4,044 
12 * = a &, 221,302 *104,042 117,260 42,246 75,014 
$7 #8 as 16 198,865 *106,176 92,689 32,306 60,383 
BROCKTON & PLYMOUTH STREET RAILWAY, 
PLYMOUTH, MASS. 
Pm VAR le $8,783 *39,768 T$985 $1,184 7 7$2,169 
sep a4 16 8,403 *8,258 145 1,0 #951 
Le as of yf 125,683 *115,708 9,975 13,533 73,558 
TAs "16 117,963 *98,444 19,519 13,370 6,149 
CAPE BRETON ELECTRIC COMPANY, LTD., SYDNEY, N. S. 
Lyn. Apr sey $34,508  *$21,727 $12,781 $6,553 $6,228 
ye! ¥ 16 28,234 *18,296 9,938 6,499 3,439 
12 “ y de 413,660 *240,547 173,113 78,606 94,507 
12 f° 44 16 374,920 *218,588 156,332 78,830 77,502 
CHATTANOOGA RAILWAY & LIGHT COMPANY, 
CHATTANOOGA, TENN. 

Im., Apr., °17 $111,840 *$77,929 $33,911 $29,649 $4,262 
Ba S "16 99,983 *60,498 39,485 29,671 9,814 
ae 3 "17 «#1,260,774 875,961 384,818 358,215 26,598 
iZe Cy 716 «1,154,663 *739,473 415,190 357,734 57,456 
COLUMBUS (GA.) ELECTRIC COMPANY 
In Arey $83,716 *$29,751 $53,965 $28,242 $25,723 
Pe GY 16 64,878 *27,249 37,629 28,653 8,976 
i a sh ‘17 955,333 *365,122 590,211 342,377 247,834 
oie me! 16 760,864 *330,277 430,587 344,103 86,484 
COLUMBUS RAILWAY, POWER & LIGHT COMPANY, 

COLUMBUS, OHIO 
Im.,Apr., “17 $304,819 *$222,485 $82,334 $44,938 $37,396 
b EM 16 285,006 *170,754 114,252 42,875 71,377 
RES bee "17 «33,677,280 *2,339,418 1,337,862 522,904 814,958 
12% es 16 3,239,025 *1 '910,247 ale 328, 778 493,146 835,632 


COMMONWEALTH POWER, RAILWAY & LIGHT COMPANY, 
GRAND RAPIDS, MICH. 


1Im., Apr., “17 $1,502,961 *$895,423 $607,538 $430,014 $177,524 
fa = ‘16 1,313,207 *692,895 620,312 427,094 193,218 
ae fi 117 VAS 735, 092*10,142,214 7,592,878 5,087,199 2,505,679 
a jas “ "16 15,411,384 *8,202,084 7,209,300 4,726,934 2,482,366 
DALLAS (TEX.) ELECTRIC COMPANY 
1m.,Apr., 717 $172,927 *$108,683 $64,244 $40,680 $23,564 
E PRpie “ "16 151,269 *96,674 54,595 36,597 419,998 
ny i) "1% §2,0838,501 “1, 263, 289 820,212. 467,623 +$362,726 
Aro e "16 1.870.966 *1/152/216 718,750 417, 656 £310,294 
EASTERN TEXAS ELECTRIC COMPANY, BEAUMONT, TEX. 
LIM, PADI st tae $75,386 *$41,843 $33,543 $11,547 +4$23,493 
spice? a 16 62,995 *34,387 28,608 8,864 19,744 
i PAs a ep Ue 874,517 *469,944 404,573 113,185 $292,884 
yeu fe 16 773,901 *403,133 370,768 105,766 265,002 
EAST ST. LOUIS & SUBURBAN COMPANY, 
EAST ST. LOUIS, ILL. 

Im., Apr., 7°17 $298,279 *$185,584 $112,695 $64,945 $47,750 
re es "16 237,646 *141,270 96,376 62,648 33,728 
i3 * "17 »«=—- 33,247,423 *1,999,445 1,247,978 762,727 485,251 
Lae ef "16 «2,606,949 *1,553,933 1,053,016 755,424 297,592 
EL PASO (TEX.) ELECTRIC COMPANY 
im, Apr, ~ 21D ssio1sa72 *$60, 010 $41,369 $4,649 $36,720 

Le of "16 85,799 *43,892 41,907 4,670 z 
12° oy "17 «1,179,158 *729,649 449,509 60,573 388,936 
DEBE F 716 1,023,938 *532,301 491,637 52,430 439,207 

GALVESTON-HOUSTON ee COMPANY, 
GALVESTON, 

im., Apr., ’17 $150,698 *$106,371 aan $37,295 $7,032 
s BRA ~ "16 151,416 *102,096 49,320 36,579 12,741 
ba se! "17 = 1,952,365 *15259; 2738 693,082 440,411 252,671 
12" "16 =1,924,891 *1,224,641 700,250 485,388 264,862 
GRAND RAPIDS (MICH.) RAILWAY 
1Im., Apr., ’17 $103,025 *$72,419 $30,600 $18,187 $12,419 
Ve ge "16 103,047 *67,256 35,791 13,700 22,091 
Up fik * "17 «1,810,473 *860,495 449,978 201,197 248,781 
Tr Mags i 16 «1,220,107 829,735 390,372 167,166 223,206 
HOUGHTON COUNTY TRACTION COMPANY, 

HOUGHTON, MICH 

im. wpr., “717 $31,536 *$16,091 $15, 445 $5,125 $10,320 

iss 4 "16 27,765 *14,389 13,376 5,453 7,923 
ty i 4 "17 338,476 *196,272 142,204 62,621 79,583 
se 4 "16 298,288 164,925 133; 363 66,131 67,232 

JACKSONVILLE (FLA.) TRACTION COMPANY 

LIN. ADC ALL $58,675 *$38,495 $20,180 $15,754 $4,426 

1 Mig a 16 54,593 "34,645 19,948 15,439 4,509 
12 “ 4 Li 647,964 *434,865 213,099 186,148 26,951 
1 Aa te "16 615,221 *424,264 190,957 179,363 11,594 

KEOKUK (IOWA) ELECTRIC COMPANY 

im. Apr.,_V a2 $19,403 *$13,374 $6,029 $2,162 $3,867 

a. "16 19,930 *12,780 7,150 1,944 5,206 
LZ * aa ling 239,430 *164,342 75,088 24,587 50,501 
A Ha a "16 236,759  *149,756 87,0038 22,365 64,638 

*Includes taxes. Deficit. {fIncludes non-operating income. 
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Traffic and Transportation 


I. C. C. Powers Questioned 


Illinois Rate Dispute to Test Supremacy of Public 


Service or Interstate Commerce 
Commission Rulings 


Neither President Wilson nor Attorney-General Gregory 
will interfere in the controversy between the United States 


| and the State of Illinois in the rate dispute referred to in 


the ELEcTRIc RAILWAY JOURNAL for June 16, page 1115. The 
dispute arose when the State refused to have its 2-cent 
passenger fare law disregarded in the Interstate Commerce 
Commission’s order to the railroads to remove discrimina- 
tion caused by the State rates. At a conference held 
recently in Washington the Attorney-General said he had 
nething to do with the case. Chief Counsel Folk of the 
Interstate Commerce Commission, who is in charge of the 


litigation, was requested to ask the commission to postpone 


the effective date of the order as urged by Governor Lowden 
in a letter to the Illinois Senators in view of present national 
conditions. Inasmuch as the commission has previously con- 
sidered the case in this light, it is doubtful whether the 
request will be granted. 

The maximum passenger rate of 2 cents a mile in Illinois 
is fixed by a law which has been upheld in the State Supreme 
Court. The Interstate Commerce Commission ordered the 
discrimination caused by the difference in state and inter- 
state rates removed, incidentally holding 2.4 cents a mile to 
he a reasonable passenger fare. The railroads chose to in- 
crease the State rates. Judge Landis of the Federal Court 
at Chicago dismissed the suit of the railroads to have the 
Illinois law set aside. Then action was taken in the Fed- 
eral Court at St. Louis which resulted in an order to con- 
form to the 2.4-cent rate. The Illinois authorities are fight- 
ing this order. Meanwhile the railroads are collecting the 
higher rate of fare which involves the violation of the 
ruling of the State Public Service Commission, which has 
held the 2.4-cent rate to be excessive. Individuals re- 
sponsible for such violations are liable to imprisonment for 
not more than one year. State Attorney-General Brundage 
has begun proceedings to test the powers of the Interstate 
Commerce Commission, on the ground that it is exceeding 
its authority. 


Kansas City Fare Hearing 


Controversy Involves Fares to Suburban Districts— 
Zone System with 2-Cent Rate Is Suggested 


The Public Service Commission of Missouri held hear- 
ings in Kansas City on June 11 and 12 on the subject of 
fares outside Kansas City on the lines of the Kansas City 
Railways. The case is so stated, because the property 
owners in the Maywood and Fairmount Park districts out- 
side the city limits are contending that they are not subur- 
ban communities, that they do not receive suburban or inter- 
urban service and that the commission in considering the 
cost of service to their communities should not consider 
those lines separately but whether or not the system as a 
whole is paying. Almost the entire time of the hearings 
was consumed in determining the identity of conditions in 
the Maywood and Fairmount districts and other districts 
in Kansas City with reference to street car service. The 
company showed that it had lost $60,000 because of the 
commission’s order that 5 cents should carry a passenger 
through Kansas City and to Maywood, a suburban station. 
The property owners responded that many other stretches 
of track of equal length within the city limits would show 
similar losses if their accounts were separated from the 
company’s total business. 

Under the commission’s order the street railway has, 
since October, 1916, been carrying passengers to May- 
wood, 2 miles beyond the city limits, without extra fare. 
The order had been issued because the company was carry- 
ing passengers to Fairmount Park, the same distance as 
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Maywood beyond the city limits, without extra fare. At the 
hearing it was expected that the railway company would 
urge the commission to adopt a basis of 2 cents a mile for 
fares outside the city limits. President Kealy, upon exam- 
ination, said that the company would soon file an amendment 
to this proposal which, he intimated, would incorporate the 
zone idea. 

An amusing phase of the hearing was the attempt of 
property owners outside the city to emphasize the obliga- 
tion of the company to give suburban dwellers the same 
service and rates as obtain on the city lines in Kansas City, 
Mo., and Kansas City and Rosedale, Kan. The three cities 
are practically one. The suburban district involved in the 
controversy lies between Kansas City, Mo., and Independ- 
ence, Mo. Under present conditions the company gives un- 
limited transfers and a 5-cent fare in the three cities, 
charges 5 cents extra on the Dodson line, a suburban line 
which was not represented by property owners at the hear- 
ing, and 5 cents extra to Independence, with round-trip 
tickets to Independence being sold for 15 cents including 
the city fare. 

A complication depended upon by the contestants is that 
the State law prohibits a city of first class from expanding 
to within less than 3 miles of a county seat. Except for 
this law, they say, their district would long ago have been 
taken into Kansas City, Mo., since Independence, the county 
seat of Jackson County, is little more than 3 miles from 
the Kansas City limits. No decision was rendered by the 
board. Briefs will be ‘filed and another hearing will be held 
at Jefferson City in thirty days. 


Electric Lines Relieve Traffic 


7,250,000 People In and Out of Indianapolis in 1916 
Via Electric Interurban 


In an address delivered before the Transportation Club 
of Indianapolis, Ind., recently, E. B. Peck, vice-president 
of the Indianapolis Traction & Terminal Company, em- 
phasized the importance of the members of the club lending 
their influence toward the granting of a legitimate fare 
increase to compensate for the greatly increased operating 
costs, instead of opposing such increases before the regu- 
latory commission. He pointed out that if such increases 
were successfully opposed and continuously, that it meant 
government ownership as an inevitable end, and that the 
shippers would then be forced to pay the increased cost 
through taxes, which would be augmented by inefficient 
operation. 

The immense volume of traffic that is handled at the 
Indianapolis terminal was shown in. tabular form in the 
ELEcTRIC RAILWAY JOURNAL for Feb. 17, page 321. Speak- 
ing of the importance of Indianapolis as an electric railway 
center, Mr. Peck said that 254,029 passenger trains arrived 
and departed from the local passenger and freight terminal 
during 1916—an average of 694 trains daily. He stated 
that the electric railways had done much to relieve the 
local freight congestion and that this was best evidenced 
by the fact that 25,980 freight trains arrived and departed 
from the terminal in 1916, or an average of seventy-one a 
day. Speaking further on the relation of this traffic to the 
steam roads, he said: 

“From the viewpoint of the steam road official this traffic 
is termed local, applying to both passenger and freight. 
What this local traffic has meant to the city of Indianapolis 
is best shown by the fact that in 1916 these electric railways 
delivered to this terminal and transported from it 7,250,000 
people, an average of about 20,000 a day. Every four 
months this is an equivalent of the entire population of 
the State. These electric railways are handling through 
the Indianapolis terminal approximately 200,000 tons of 
freight annually. What would be the sintuation if the 
steam railways had this additional traffic to take care of 
under the present conditions? This traffic, both passenger 
and freight, has not been taken away from the steam 
roads entirely, and being what is termed ‘local’ has re- 
lieved the steam roads to that extent, giving them that 
much additional facilities for handling the heavy through 
traffic. Instead, the traffic handled by the electric railways 
has been very largely developed by them and not taken from 
the steam roads.” 
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Mr. McCulloch Reviews Conditions 


In a signed article which appears in the issue of the 
United Railways Bulletin for June 15, published by the 
United Railways, St. Louis, Mo., Richard McCulloch, presi- 
dent of the company, makes a plea for an increase in street 
ear fares, which he says is absolutely necessary. He points 
out that expense of operation is from 40 to 135 per cent 
greater now than it was in 1912. He claims that street 
railways can no longer operate on a 5-cent fare and realize 
a profit. Mr. McCulloch’s statement was, in part, as fol- 
lows: 

“The popularity of the cheaper varieties of automobiles 
has robbed us of much of the Saturday afternoon and Sun- 
day business. The constantly increasing use of transfers 
produces a rapidly diminishing average rate of fare. Al- 
though the nominal fare is 5 cents, the actual fare per 
ride last year was 3.22 cents, 

“On the present basis, if 5 cents was a reasonable fare 
in 1912, it should be 1U cents at the present time. The 
5-cent fare was adopted in horse-car days, when the average 
haul was perhaps one-half what it is now, when the price of 
labor was one-half the present price, and when materials 
were much cheaper. The free transfer was adopted in the 
early days of the electric railway, when the promoters had 
rosy views as to the prosperous future of the business. 
These views, it is needless to say, have not materialized. 

“Tt is difficult to see how the business continues to exist 
on a 5-cent fare., Unless the fares are adjusted, street rail- 
ways cannot continue as private investments. If they should 
become municipal investments, the municipality must then 
make up the deficit.” 


Seattle Seeks Jitney Regulation 


A bill has been submitted to the City Council of Seattle by 
Councilman C. B. Fitzgerald in an effort to bring the “dona- 
tion buses” and “private carriers for hire’”’ under the juris- 
diction of the city. The ordinance provides that any dona- 
tion bus or private carrier shall deposit an insurance policy 
for $2,500 issued by a company authorized to do business in 
the State. The policies, it is said, might be issued by the 
jitney men’s mutual company, as it is licensed to sell liabil- 
ity but not surety bonds. It is not yet determined whether 
the bonds of the Mutual Union Insurance Company will be 
acceptable. The Supreme Court at Olympia on June 8 heard 
the case started by the jitney men to compel the State In- 
surance Commissioner to issue to the Mutual Insurance Com- 
pany a certificate to write surety bonds. The case was tak- 
en under advisement. William R. Crawford, attorney for 
the jitney drivers, submitted his views on the subject of city 
regulation, and the bill as drafted meets with his approval. 


Improvements Made in Buffalo 


Upon the recommendation of the municipal traffic commis- 
sion which has been studying street railway traffic problems 
in the downtown section of Buffalo, N. Y., the City Council 
has granted the International Railway permission to lay a 
single track around the Soldiers’ Monument in Lafayette 
Square. The asphalt space between the monument and the 
safety zone at Main Street will be enlarged under the super- 
vision of the department of public works and the park de- 
partment. This work will be done at once but owing to the 
condition in the steel trade the tracks cannot be laid until 
fall. By routing the Broadway cars around Lafayette 
Square instead of down Washington Street between Broad- 
way and South Division Street the commission believes that 
the present congestion in Washington Street can be relieved 
by at least 50 per cent. 

Other recommendations which will be considered by offi- 
cials of the International Railway are the construction of 
additional loading tracks in Shelton Square for the Niagara 
and Grant Street lines and the construction of a frame 
shelter house over the safety zone at that point. The city 
has already established its first safety zone at Main and 
Eagle Streets, in the heart of the downtown business dis- 
trict and lines have been painted upon the street to indi- 
cate where cars may stop to discharge and take on 
passengers. 
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The City Council has approved the recommendation of the 
traffic commission that the skip-stop system be tried on the 
Main Street and Elmwood Avenue lines. For some time 
President E. G. Connette and J. O. Weigel, general su- 
perintendent of transportation, have been considering the 
trial of the skip stop but the company has not announced ~ 
officially what will be done. Thomas Penney, vice-presi- 
dent of the company, declared before the City Council at the 
time the company received permission to lay a single track 
around the Soldiers’ Monument that the company is willing 
to co-operate with the commission and the city authorities 
in any way that will contribute toward better service. 


Advertisements on Transfers in St. Louis.—After July 1 
the United Railways, St. Louis, Mo., will have printed in 
two colors on the back of transfers for some of the lines 
attractive advertisements calling attention to points of in- 
terest to the visitor in the city. 


Schenectady Fare Increase Again Suspended.—The Pub- 
lic Service Commission for the Second District of New York 
on June 14 again suspended the proposed increases in fares 
on the lines of the Schenectady (N. Y.) Railway. The new 
period of suspension is from June 15 to Aug. 15. The ef- 
fective date of these changes was originally set for Feb. 16. 


Buffalo Survey Finished.—Charles R. Barnes, electric 
railway inspector for the Public Service Commission of the 
Second District of New York, who has been making a sur- 
vey of conditions on the local lines of the International 
Railway, Buffalo, N. Y., has completed his report. It is 
expected that the commission’s recommendations will be 
made public within the next three or four weeks. 


Texas Jitneys Abandon Service.—The increasing expense 
of operation has cut into the profits of the jitneys in Texas 
so that many are discontinuing their service. In Houston 
there are now twelve vacancies. The Houston jitney ordi- 
nance authorizes the City Commission to designate the 
number of jitneys that can operate on any street. In Dallas, 
where jitneys are now running without restriction, save 
such as is imposed by the traffic ordinances, there is even 
a greater decrease in the number of jitneys. There have 
been as many as 400 jitneys in operation at one time, 
whereas now, it is said, there are less than 250. 


Railway Men Witness One-Man Car Operation.—Repre- 
sentatives of street car interests and citizens of Waterloo, 
Iowa, have been investigating the operation of one-man 
cars in Fort Worth, Tex., with a view to determining the 
feasibility of introducing such service at Waterloo. Mayor 
Low of Waterloo visited Fort Worth last January, and he 
was followed by a delegation of street railway representa- 
tives from the Iowa city. The one man car as operated in Fort 
Worth by the Northern Texas Traction Company, a Stone & 
Webster property, was carefully investigated. A delegation 
of citizens has just made another investigation and action 
at Waterloo will be taken on its recommendations. 


Commission to Consider Fare Increase Jointly —The New 
York & North Shore Traction Company, Roslyn, N. Y., noted 
in the ELECTRIC RAILWAY JOURNAL for June 16, page 1117, 
as wanting to increase its fares from 5 cents to 7 cents, has 
applied to the Public Service Commissions for the First 
and Second Districts of New York for permission to make 
such changes in its rates. The company operates trolley 
lines from Flushing to the New York City line at Little 
Neck, with an extension from Murray Hill, Flushing, to 
Whitestone, within the City of New York, and additional 
lines in Nassau County. The application to the First Dis- 
trict Commission is being considered in connection with 
those of several other railway companies asking authority 
to charge 2 cents for transfers. 


Louisville Proposes Traffic Rules.—The municipal commit- 
tee of the Board of Trade’of Louisville, Ky., has been di- 
rected by the board of directors to take up with the city 
authorities and with other organizations of the city the 
matter of passing an ordinance which will prohibit pedes- 
trians from crossing the streets between crossings. This 
action resulted, in part, from numerous serious accidents 
during the last few weeks. It was taken on motion of J. B. 
Wathen, Jr., a prominent distiller of the city. He imme- 
diately began to carry out the instructions of the direc- 
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tors of the Board of Trade, which, in addition to the pro- 
vision regarding crossing streets in the middle of blocks, 
would prohibit sprinkling downtown streets as well as the 
use of glaring headlights by motorists. 


San Diego Line to Reduce Service——The Los Angeles & 
San Diego Beach Railway, San Diego, Cal., has filed with the 
Railroad Commission of California an application for au- 
thority to reduce its train service and increase its rates so 
as to meet operating expense. The application states that 
the company has never made any profit nor paid any divi- 
dend and that it cannot pay expenses under its present tariff 
and give its extensive train service. The percentage of oper- 
ating expense to gross revenue in 1916 was 83.66, and for the 
past six months the operating expense has exceeded the re- 
ceipts. The company further states that it has tried in 
every way to increase its business, but has failed; that its 
train service is too large for the patronage and that it will 
continue to lose money unless the commission comes to its 
aid. 

International Railway Opens Lake Ontario Resort.—The 
International Railway, Buffalo, N. Y., has opened its Lake 
Ontario summer resort for the season. The first excursion 
to Olcott Beach on the Lockport & Olcott division was run 
on Decoration Day and a special reduced fare of 75 cents 
from Buffalo has been made effective for the season. A 
few days before the opening W. J. Whiteside, traffic agent 
of the company, invited newspapermen of Buffalo, Niagara 
Falls and Lockport to visit the resort as guests of the 
company. The trip was made in one of the company’s 
private cars and a dinner was served at the Olcott Beach 
Hotel on the company’s grounds. The company has re- 
ceived much newspaper publicity on the opening of the 
park and many excursions have been booked for Olcott 
Beach during the coming season. 


New York Commission to Consider Freight Advance.— 
As noted in the ELEcTRIC RAILWAY JOURNAL for May 12, 
page 894, the railroads of New York within the jurisdiction 
of the Public Service Commission for the Second District 
filed with the commission tariffs providing a 15 per cent 
increase in intrastate freight. rates parallel with the in- 
creases in interstate rates for which they had asked the 
Interstate Commerce Commission. The commission has set 
a hearing on these applications for June 25. The Interstate 
Commerce Commission has finished its hearings on the 
interstate rates and will probably announce its decision 
within a short time. While the various State Commissions 
are of course not bound to accept the conclusion of the 
Federal body as necessarily to be followed in intrastate 
rates, it seems to have been generally believed that such a 
result would obtain except in particular cases where local 
conditions require a different determination, and this be- 
cause the whole structure of interstate and intrastate rates 
is closely interwoven. 


Army Camp Calls for Service. — The Louisville (Ky.) 
Railway will, no doubt, benefit greatly from additional ser- 
vice made necessary by the location of the federal army 
camp for the Ninth District near Louisville. The site se- 
lected for the camp is about 6 miles south of the central 
part of the city and is divided by one of the lines of the 
Louisville & Interurban Railroad, which is controlled by the 
Louisville Railway. It lies almost directly east of the ter- 
minus of the Highland Park line and is also within a very 
short distance from the terminus of one of the extensions of 
the Fourth Street city line. As soon as the selection of 
the site was made known, officials of the company began 
preparations to extend such lines as might be desirable. 
Final decision will wait until the camp is platted by the 
engineers, which will probably be in a few days. Con- 
struction work will then be pushed to completion. A double- 
track line will be provided to serve the camp and city ser- 
vice will be given at a 5-cent rate with transfers from the 
camp line to and from the city lines of the company. The 
schedule will be arranged to suit the requirements of the 
camp. A special effort will be made, it is stated, to get 
the steel early so that the Louisville & Interurban can do 
some of the freight hauling. It is estimated that mate- 
rials for camp construction will run to approximately 25,000 
carloads. The camp will be served also by two steam roads. 


No difficult construction will be necessary on any route. 
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Personal Mention 


B. W. Arnold has been appointed manager of the Eastern 
Wisconsin Electric Company at Oshkosh, Wis. 

Charles E. Buchner has been appointed secretary to Chair- 
man Oscar S. Straus of the Public Service Commission of the 
First District of New York to succeed Godfrey Goldmark. 


George D. Baxter, local manager of the Exeter & Hampton 
Electric Company, Exeter, N. H., has been made successor 
to J. A. MacAdams, who is manager and purchasing agent 
of the Exeter, Hampton & Amesburg Street Railway, in 
addition to his former duties. Mr. MacAdams will enter the 
engineering office of C. H. Tenney & Company, Boston, Mass. 


Matthew C. Brush, president of the Boston (Mass.) Ele- 
vated Railway, is the subject of a very complimentary 
sketch in the June number of The American Magazine. The 
author of the article, Alfred Grunberg, has reviewed several 
instances in the life of Mr. Brush to portray his character 
which has made possible his rise from small beginnings 
and has placed him early in life at the head of one of the 
largest electric railways of the country. 


A. G. Carson has been appointed manager of the Eastern 
Wisconsin Electric Company at Fond du Lac, Wis., in charge 
of the electric and gas departments there. Mr. Carson began 
his public service work with the Grand Rapids, Grand Haven 
& Muskegon Railway in the power and transportation de- 
partments. He later became chief engineer of the Winne- 
bago Traction Company at Oshkosh, Wis., and when that 
company was consolidated with the Eastern Wisconsin Rail- 
way & Light Company he was sent to Fond du Lac as su- 
perintendent of the electric department. He has held that 
position for the last eight years, and a year ago was ap- 
pointed superintendent of the gas department. 

J. P. Pulliam has been appointed general manager of the 
Wisconsin Public Service Company, Green Bay, Wis. Vice- 
President C. R. Phenicie, who was also general manager 
until the appointment of Mr. Pulliam, will in the future give 
his entire time to his duties as vice-president, and will be 
engaged largely with construction and development work. 
Mr. Phenicie will retain his office in Green Bay and handle 
the affairs of the company in that vicinity jointly with Mr. 
Pulliam. The latter was formerly vice-president and gen- 
eral manager of the Wisconsin Electric Railway and gen- 
eral manager of the Eastern Wisconsin Railway & Light 
Company. A biographical sketch of Mr. Pulliam appeared in 
the ELECTRIC RAILWAY JOURNAL for March 17, page 524. 


Godfrey Goldmark, secretary to Oscar S. Straus, chair- 
man of the Public Service Commission for the First District 
of New York, has been appointed assistant counsel to the 
commission. Mr. Goldmark became Mr. Straus’ private 
secretary in January, 1916, at which time he was a member 
of the firm of Steele, DeFriese & Steele. He was born in 
New York City thirty-five years ago. Upon his graduation 
from the Cornell Law School in 1902 he entered the office 
of Judge Steele and a year later became a junior partner. 
Since that time he has made a specialty of corporation law 
and has written works on this subject. He collaborated in 
the preparation of the seventh and eighth editions of “White 
on Corporations” and is one of the authors of “Non-Stock 
Corporations,” by White and Goldmark. 

William H. Wharton has been promoted to the position of 
superintendent of buildings of the Brooklyn (N. Y.) Rapid 
Transit Company, succeeding H. E. Funk. Mr. Wharton be- 
came identified with that company about nine years ago as 
time checker. After two and one-half years in that capacity 
he was made assistant supervisor of structure and has held 
that position until the present time. Mr. Wharton saw serv- 
ice in the Spanish-American War and subsequently was em- 
ployed by the Westinghouse Agricultural Machine Works at 
Schenectady, N. Y. His work with that company involved 
considerable traveling and netted him much valuable experi- 
ence. This together with unceasing efforts in the service of 
the Brooklyn Rapid Transit Company has fitted him eminent- 
ly to take the position of his former chief. 
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George O. Nagle, who resigned in November, 1915, as sec- 
ond vice-president and general manager of the Wheeling 
(W. Va.) Traction Company, has been appointed city man- 
ager of Wheeling under the new city charter. Mr. Nagle 
was also formerly president and general manager of the 
Panhandle Traction Company and the Steubenville & Wheel- 
ing Traction Company, controlled by the Wheeling Traction 
Company. He was in charge of the city railway properties 
at Wheeling as general manager for twelve years. During 
that time the properties were extended and largely rebuilt. 
The appointment was unanimous and was made despite the 
fact that Mr. Nagle had announced that he would not accept 
the post. Later, however, he yielded to public opinion. Mr. 
Nagle has been engaged in railroad and electric railway 
work all his life, and the new work upon which he will enter 
will furnish him with an opportunity for studying the public 
utility question from a different viewpoint than he has had 
before. Upon his appointment to manage the railways at 
Wheeling Mr. Nagle promptly entered into all work for the 
community betterment, became an influential member of the 
Board of Trade, entered the Playground Association, and at 
the time of the Panama-Pacific Exposition was appointed by 
Governor Hatfield of West Virginia to represent the State 
as a member of the exposition commission. Mr. Nagle is at 
present president of the West Virginia Manufacturers’ As- 
sociation. A portrait and a biography of him were published 
in the ELECTRIC RAILWAY JOURNAL of Nov. 138, 1915. 


H. E. Funk, heretofore superintendent of buildings of the 
Brooklyn (N. Y.) Rapid Transit Company, has been ap- 
pointed engineer of rapid transit lines, a newly-created po- 
sition. Mr. Funk has been 
in the service of that com- 
pany for about twelve years. 
He is a native of Ohio and 
received part of his educa- 
tion at Oberlin College. 
Following a short connec- 
tion as an engineer in the 
maintenance of way depart- 
ment of the Big Four Rail- 
road at Galion, Ohio, he be- 
came employed by the 
Brooklyn Rapid Transit 
Company as track foreman 
in 1905. Two months later 
he was appointed assistant 
engineer in charge of con- 
struction and buildings and 
held that position until 
three years ago. At that 
time he was promoted to the position of superintendent of 
buildings, the office he has just relinquished. Mr. Funk 
has given unreservedly to the execution of his duties and as 
the demands upon the way and structure department re- 
quire a special supervisor of the subway and elevated roads, 
he was very naturally chosen for the post. 


H. E. FUNK 


Obituary 


W. O. Johnson, formerly receiver for the Chicago & Mil- 
waukee Electric Railroad, died at his home in Chicago on 
June 10, at the age of sixty-one. Mr. Johnson was born at 
Fredonia, N. Y. He received his legal education at Hamilton 
College, and practiced law at Buffalo until 1882, when he 
went to Chicago as general counsel for the Erie Railroad. 
In 1906 he was elected president of the Security Life In- 
surance Company, and five years later was named receiver 
of the Chicago & Milwaukee Electric Railroad, now the 
Chicago, North Shore & Milwaukee Railroad, Highwood, Ill. 


Judson C. Clements, a member of the Interstate Com- 
merce Commission for the last twenty-five years, died in 
Washington, D. C., on June 18, at the age of seventy-one 
Mr. Clements was a native of Georgia and a veteran of the 
Civil War. He was admitted to the bar in 1869 and imme- 
diately began to practice law in Lafayette, Ga. From 1872 
to 1880 he served in the Georgia Legislature and was a mem- 
ber of Congress during the following eight years. In 1890 
he was appointed special United States attorney to acquire 
titles for the government lands now occupied by Chicka- 
mauga Park and Chattanooga Military Park. Two years 
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later President Harrison appointed him to membership on 
the Interstate Commerce Commission and on Jan. 13, 1911, 
he was elected chairman of that body. 


Samuel J. Dill, vice-president of the United Gas & Elec- 
tric Engineering Corporation, New York, died at his home 
in Jamaica, Long Island, on June 14. He was born in 
Wallkill, N. Y., Oct. 3, 1864. Mr. Dill had a remarkable 
career in public service work, and few men in the gas, 
electric and street railway fields have had a wider circle 
of friends. Early in life he was connected with the Penn- 
sylvania, West Shore and the New York, New Haven & 
Hartford railroads, and later with the Staten Island Rapid 
Transit Company. Following a_ subsequent connection 
with the Metropolitan Street Railway, New York, he be- 
came superintendent of the Forty-second Street & Man- 
hattanville Railroad. He held this position at the time 
the street railways of New York City abandoned the cable 
system and adopted electric traction. In 1901 Mr. Dill 
went to Ypsilanti, Mich., as general manager of the trac- 
tion company there and later held similar positions in 
Kalamazoo, Mich., and Youngstown, Ohio. In 1908 he be- 
came associated with the Susquehanna Railway, Light & 
Power Company, entrusted with the management of the 
Elmira Water, Light & Railroad Company, one of its sub- 
sidiaries, and two years later he became vice-president and 
general manager of this property. From Elmira he was 
transferred to New York as assistant to the president of 
the Susquehanna Railway, Light & Power Company, and 
upon the consolidation of this company into the United 
Gas & Electric Corporation he was made vice-president, 
and also held the office of vice-president and a director 
of many of its subsidiary companies. Early in 1915 Mr. 
Dill went to New Orleans to assume charge of the work 
of the company in the South, and returned to New York 
about a year later. At the time of his death he held the 
position of vice-president of the United Gas & Electric 
Engineering Corporation, and during the past year he de- 
voted all of his time to oil interests in Oklahoma. 


John F. Calderwood, who resigned as vice-president and 
general manager of the Brooklyn (N. Y.) Rapid Transit 
Company on Jan. 1, 1914, owing to failing health, died at 
Long Lake, Minn., on June 14 at the age of fifty-eight. He 
had selected Minnesota for a residence after his retirement 
from railway service because for many years he had been a 
resident of that State, but he lived only three years to enjoy 
the life on the farm which he had purchased there. Mr. Cal- 
derwood entered the electric railway business from the ac- 
counting side and achieved his success as a manager largely 
through his ability to grasp quickly the lessons taught by 
accounting reports. He was born at Redford, near Detroit, 
Mich., on May 27, 1859, and soon after graduation at the 
University of Michigan became accountant and credit man- 
ager of a carpet concern in Minneapolis. In 1888 he was 
elected city comptroller, and at the close of the term accept- 
ed the office of comptroller of the Minneapolis Street Rail- 
way which, with the St. Paul City Railway, was afterward 
consolidated as the Twin City Rapid Transit Company. Pre- 
vious to the purchase of the Third Avenue Railroad in New 
York by the Metropolitan Street Railway in 1900, Mr. Cal- 
derwood spent some time in the East at the request of the 
owners of the property with a view of its rehabilitation. 
The knowledge of electric railway finance and management 
displayed by him during this period, as well as his previous 
record, led to his appointment in 1902 with the Brooklyn 
Rapid Transit Company, first as assistant to the president 
and later as vice-president and general manager. When Mr. 
Calderwood went to Brooklyn he took charge of a system 
which was still loose jointed in many parts and operating 
with steam on the elevated lines and out-of-date cars on the 
surface lines. He left it as one of the most progressive 
electric railway organizations in the United States and pay- 
ing dividends. Mr. Calderwood was one of the founders of 
the American Electric Railway Accountants’ Association and 
one of its first presidents. During his connection with the 
Twin City Rapid Transit Company he was also a frequent 
contributor to the technical press on accounting topics, and at 
one time conducted a department in this paper on electric 
railway accounting, but he was compelled largely to discon- 
tinue this outside work after going to Brooklyn on account 
of the exactions of the work there. 
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Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously reported. 


RECENT INCORPORATIONS 


Delaware & Maryland Traction, Light & Power Securities 
Company, Wilmington, Del.—Incorporated in Delaware to 
acquire railway properties and operate same. Capital stock, 
$5,000,000. Incorporators: DeArmond Lindes, R. Edward 
Ives and Charles A. Donnelly, all of Philadelphia. [June 
ta el! 

*Shoshone & Clearwater Railway, Marble, Idaho.—Incor- 
porated under the laws of Idaho to construct and operate 
a 33-mile railway to connect with the Chicago, Milwaukee & 
St. Paul Railroad at Marble. Fred Herrick, St. Maries, 
president. 


*FPlint & Great Lakes Railway, Flint, Mich.—Incorporated 
to construct an electric railway between Crago from the 
Detroit United Railway tracks toe the Buick factories in 
Flint. Capital stock, $100,000. 


FRANCHISES 


Eagle Rock, Cal—The Glendale & Montrose Railroad has 
received a franchise from the City Council for the construc- 
tion of a single-track line in the vicinity of its proposed 
station. 


Modesto, Cal.—The Tidewater Southern Railway has 
asked the City Council for a franchise to construct a line 
along Ninth Street, up Nellie Street and thence across the 
eanal. It is proposed to remove the present tracks of the 
company on N Street and Virginia Avenue. 


St. Louis, Mo.—The United Railways Company of St. 
Louis has asked the Public Service Commission for per- 
mission to extend its Sarah Street line east from Sarah 
and Chouteau Avenue to Tiffany Street and south on Tif- 
fany Street to Park Avenue. The completion of the Chou- 
teau Avenue viaduct will give a direct connection from Park 
Avenue on the south to Florissant Avenue on the north, with 
transfers to all east and west-going lines. 


Buffalo, N. Y.—The International Railway has received 
permission from the Public Service Commission for the Sec- 
ond District of New York to extend its Elmwood Avenue 
line from Hertel Avenue to the city line and also to extend 
its Franklin Street line between Chippewa Street and Allen 
Street. 


Cleveland, Ohio.—The Cleveland Railway has received a 
franchise from the Village Council of Cleveland Heights to 
construct a double-track line from the Cedar Avenue S. E. 
terminal near East Bouleyard along Cedar Avenue to Lee 
Road. 


Columbus, Ohio.—After a series of conferences the County 
Commissioners of Franklin County and officials of the Co- 
lumbus Railway, Power & Light Company came to an agree- 
ment on the franchise for the Westerville line on June 12 
which, with a few minor exceptions, is in accordance with 
the first proposal of the company. The franchise as accepted 
calls for a twenty-five-year grant. The conditions of the 
franchise are referred to on page 1156 of this issue. 


Pawtucket, R. I.—The Pawtucket Street Railway, operated 
by the Rhode Island Company, has received a franchise from 
the Board of Aldermen to relocate and lay rails in Broad- 
way, School and Main Streets, Pawtucket. 


TRACK AND ROADWAY 


Mobile & Pensacola Railway & Navigation Company, 
Volanta, Ala.—This company, which has taken over the 
Mobile, Volanta & Pensacola Railroad, reports that 10 miles 
of track have been laid and contracts have been practically 
closed for the construction of the remainder of 35 miles be- 
tween Volanta and Pensacola and for the erection of bridges. 
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Pacific Electric Railway, Los Angeles, Cal.—It is reported 
that the Pacific Electric Railway will construct an extension 
of its line from Santa Ana to Tustin. 


San Diego (Cal.) Electric Railway.—Work on this com- 
pany’s extension to Balboa Park is being rushed to comple- 
tion at a cost of about $120,000, and it is expected that the 
line will be placed in operation this month. The extension 
is 14% miles long, rock ballasted, with 75-lb. rail inside the 
park and 114-lb. rail outside the park. Three steel bridges 
were required in the extension. 


San Diego & South Eastern Railway, San Diego, Cal.— 
Work will soon be begun by the San Diego & South Eastern 
Railway on the construction of an extension from Santee to 
Lakeside, about 2 miles. 


Waycross Street & Suburban Railway, Waycross, Ga.— 
It is reported that efforts will be made to improve and 
operate the line of the Waycross Street & Suburban Rail- 
way recently sold at receiver’s sale. 


Danville, Crescent & Kankakee Traction Company, Dan- 
ville, I1l—Plans are being made to revive the project of the 
Danville, Crescent & Kankakee Traction Company to con- 
struct a line from Danville to Kankakee. Practically all of 
the right-of-way has been secured. It extends northwest 
from Danville, through Potomac, Ellis, Rankin, Cissna Park 
and Crescent City to Kankakee. W. R. Nightingale, Cres- 
cent City, is reported interested. [April 4, 714.] 


Murphysboro & Southern Illinois Railway, Murphysboro, 
Ill-—This company’s new interurban line between Carbon- 
dale and Murphysboro is rapidly nearing completion, and 
it is hoped to operate the first car between those two towns 
on July 4. The bridge over the Big Muddy River is com- 
pleted and cars from Murphysboro are now operating be- 
yond that point. A. B. Minton, Murphysboro, president. 
[April 7, °17.] 

Springfield (ill.) Consolidated Railway.—This company 
is relaying about % mile of double track on Peoria Road 
between Black Avenue and the State fair grounds. 


*Goshen, Ind.—It is reported that an interurban line may 
be constructed from Goshen to Kendallville, connecting with 
the, Chicago, South Bend & Northern Indiana Railway at 
Goshen and with the Fort Wayne & Northwestern Railway 
at Kendallville. 

Tri-City Railway, Davenport, lowa.—This company has 
awarded a contract to the Central Engineering Company, 
Davenport, for grading its proposed line on Rock Island 
arsenal island. 

Keokuk (Iowa) Electric Company.—This company will 
reconstruct its trolley and power transmission line between 
Hamilton and Warsaw, 5 miles. New poles and equipment 
have been ordered for this work, which will begin as soon 
as the new transmission line to Montrose is completed. 
The old wires will be restrung on new poles. 


*Lafflet Electric Railway, Pella, lowa.—It is reported that 
D. S. Umbenhauer, 932 Park Street, Pella, is interested in 
the construction of a proposed electric railway in connection 
with the Wabash Railroad. 


*Treynor, Iowa.—Plans are being made to construct an 
electric railway from Neoga to Treynor, using the old right- 
of-way of the Iowa & Omaha Short Line. The new line will 
be built along one side of the right-of-way, leaving the bal- 
ance for use as a public highway by the county. It is stated 
that no work will be done on the line this year, owing to the 
unsettled conditions of the markets for railroad material. 
Ek. A. Wickham, Council Bluffs, is interested. 


New Orleans, La.—Plans are being made by the Elysian 
Fields Avenue Commission to renew the campaign for an 
electric line from New Orleans to Milneburg. Louis H. 
Burns, New Orleans, is interested. [Feb. 17, 717.] . 


Boston (Mass.) Elevated Railway.—A contract has been 
awarded by the Boston Elevated Railway to the Union 
Switch & Signal Company for signal apparatus to be in- 
stalled in the Dorchester subway extension of the East 
Boston subway. - The apparatus will include double impe- 
dance bond layouts, track transformers, automatic train 
stops, style L three-lens light signals and U. S. & S. model 
15, vane-type, two-position track relays. 


* 
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United Railways & Electric Company, Baltimore, Md.— 
This company contemplates the construction of an extension 
from Stone House Cove to Wagner’s Point, about 1 mile. 

Duluth (Minn.) Street Railway.—D. H. Clough & Com- 
pany, Duluth, has received the contract for grading this 
company’s proposed extension on Farrell Road. 

West Jersey & Seashore Railroad, Camden, N. J.—Work 
has been begun by this company elevating its tracks in 
Westville over Timber Creek. 

Salem & Pennsgrove Traction Company, Pennsgrove, N. J. 
—The Salem County Board of Freeholders has decided to 
postpone indefinitely further consideration of joining with 
the Salem & Pennsgrove Traction Company in building a 
temporary bridge across Salem Creek at Salem, for use of 
the trolley line. The freeholders were asked to pay $8,000 
of the total cost of the structure, but thought that the 
trolley corporation would receive the greatest benefit in- 
stead of the public. Passengers must now walk across the 
bridge to make connections on the line between Salem and 
Pennsgrove. 

New York Municipal Railway, Brooklyn, N. Y.—The Pub- 
lie Service Commission for the First District of New York 
will receive bids on July 5 for the construction of Route 
No. 49, Section 3, the Culver Rapid Transit Railroad in 
Brooklyn, from a point near Avenue X to Sheepshead Bay 
Road. Bids are asked on three forms of contract, one call- 
ing for the furnishing of all steel and the erection of the 
same together with the incidental necessary construction. 
Of the remaining two forms one calls only for the furnish- 
ing of the necessary steel, about 3900 tons, and the other 
for the erection of steel and the furnishing of the necessary 
materials and labor. The Culver Rapid Transit Railroad 
is one of the so-called South Brooklyn lines which is being 
rebuilt as a city-owned elevated railroad. 

International Railway, Buffalo, N. Y.—Completion of the 
new electric line being built between Buffalo and Niagara 
Falls by the International Railway may be delayed by a 
movement which has been started in North Tonawanda 

‘which may force the company to elevate its tracks all of the 
way through this city. One track has been laid between 
Buffalo and Niagara Falls and double tracks have been 
laid at many points along the line. The track elevation 
through Tonawanda and North Tonawanda begins about a 
half mile south of Tonawanda and continues to a point south 
of the Payne Avenue crossing of the present Buffalo-Niagara 
Falls line. Payne Avenue and other important streets and 
roads in North Tonawanda are crossed at grade. Resi- 
dents of Gratwick in the north end of North Tonawanda 
have appealed to the municipal authorities to stop further 
construction of the line at grade through the city. An ap- 
peal will be made to the Public Service Commission. It is 
charged that the operation of high-speed steel cars through 
North Tonawanda at grade would be dangerous to traffic 
along the roads. 

Western New York & Pennsylvania Traction Company, 
Olean, N. Y.—Work will soon be begun by this company on 
the construction of new track on West State Street. 

Poughkeepsie City & Wappingers Falls Electric Railway, 
Poughkeepsie, N. Y.—A certificate filed with the Secretary 
of State sets forth that the corporate name of the Pough- 
keepsie City & Wappingers Falls Electric Railway has been 
changed to the Poughkeepsie & Wappingers Falls Railway 
Company. 

Rhode Island Company, Providence, R. I—Work will soon 
be begun by the Rhode Island Company on the reconstruc- 
tion of its tracks in Wakefield. 

Cleveland, Southwestern & Columbus Railway, Cleveland, 
Ohio.—Owing to franchise restrictions which the city of 
Berea tried to enforce, the Cleveland, Southwestern & Co- 
lumbus Railway has built a 3-mile line around Berea’ and 
is now operating over the new line. 

Port Jervis & Delaware Valley Railroad, Matamoras, Pa. 
—Although considerable money has been paid on stock, the 
project to build an electric railway from Milford, Pa., to 
Port Jervis, N. Y., has fallen through. The money will be 
paid back to the subscribers by the trustees with 3 per cent 
interest from Nov. 1, 1916, to May 1, 1917. The J. A. Van- 
dergrift Company, Philadelphia, had the contract to build 
the road. [July 8, ’16.] 
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Schenectady (N. Y.) Railway.—Work will be begun about 
July 1 by the Schenectady Railway on the double-tracking 
of its line on Rugby Road from Wendell Avenue to East 
Alley. The cost of the improvement is estimated at $17,000. 


Dallas (Tex.) Southwestern Traction Company.—F. A. 
Kadane and George Kadane, president and superintendent, 
respectively of the Creek Construction Company, of Sapulpa, 
Okla., to which has been awarded the contract for the con- 
struction of the interurban line of the Dallas Southwestern 
Traction Company, between Dallas and Cleburne, have been 
elected directors of the Dallas Southwestern Traction Com- 
pany. [June 16, ’17.] 

Texas Electric & Power Company, San Angelo, Tex.— 
Work will be begun immediately by the Texas Electric & 
Power Company on the construction of its proposed line from 
San Angelo to Winters, via Harriett, Miles, Rowena, Bal- 
linger and Hatchell. Charles W. Hobbs, San Angelo, presi- 
dent. [April 28, ’17.] 

Saltair, Garfield & Western Railroad, Salt Lake City, 
Utah.—Work is in progress on the electrification of the 
Saltair, Garfield & Western Railroad, and it is stated that 
orders for considerable new material and equipment have 
been placed. H. A. Strauss, electrical engineer of Chicago, 
is in charge of the electrification. It is stated that elec- 
tric cars will be operating to Saltair Beach within the next 
three months. 

Petersburg & Appomattox Electric Railway, Petersburg, 
Va.—Work will be begun at once by this company double- 
tracking its line to the camp site at Lakemont. 

Morgantown & Wheeling Railway, Morgantown, W. Va.— 
A report from this company states that it will construct 8 
miles of new track. 


SHOPS AND BUILDINGS 


Bosten & Worcester Street Railway, Boston, Mass.—This 
company has awarded a contract to Thomas P. Hurley for 
the construction of a freight station on Mechanic Street, 
Marlboro. 

International Railway, Buffalo, N. Y.—This company has 
opened its new passenger terminal at Lockport, N. Y. The 
new building is of brick construction and replaces a frame 
terminal which has been in use for thirty-five years. 


New York (N. Y.) Railways.—The rumor has been re- 
vived at this time that plans are being made for the con- 
struction of a new amusement building to occupy the site 
of the carhouse of the New York Railways on Eighth Ave- 
nue between Forty-eighth and Forty-ninth Streets. It is 
stated that the lease for the property has been drawn on a 
basis of twenty-one years’ rental with renewal privileges. 

Nipissing Central Railway, North Cobalt, Ont.—Bids are 
being asked by the Nipissing Central Railway for the re- 


- construction of its carhouse recently destroyed by fire. 


Milwaukee Electric Railway & Light Company, Milwau- 
kee, Wis.—This company is erecting a storehouse 40 ft. x 
110 ft., of brick and steel, on its property near the State 
fair park. 


POWER HOUSES AND SUBSTATIONS 


Norfolk & Bristol Street Railway, Foxboro, Mass.—This 
company reports that it expects to purchase one condenser 
pump. 

Wilmington & Philadelphia Traction Company, Wilming- 
ton, Del.—Plans have been filed by the Wilmington & Phila- 
delphia Traction Company for the construction of an addi- 
tion to its power plant on the Brandywine River. 


Georgia Railway & Power Company, Atlanta, Ga.—This 
company will construct a 38,000-volt transmission line from 
its Dunlap plant on the Chattahoochee River, 3 miles from 
Gainesville, to the Pacolet and Gainesville cotton mills and 
furnish about. 6000 hp. for their operation. 

Interstate Electric Company, San Angelo, Tex.—This com- 
pany will construct an electric transmission line to Paint 
Rock. 

Milwaukee Electric Railway & Light Company, Milwaukee, 
Wis.—Work has been begun by the Milwaukee Electric Rail- 
way & Light Company on the construction of a $1,000,000 
power house on the shore of Lake Michigan in the suburbs 
of Milwaukee. 


— 


ne 


een 


a te 


es 


Ate 


Sha 


hen 


JUNE 23, 1917] 


ELECTRIC RAILWAY JOURNAL 1169 


Manufactures and Markets 


Discussions of Market and Trade Conditions for the Manufacturer, Salesman and Purchasing Agent 


Rolling Stock Purchases 


Purchasing Agent Should Be Shock 
Absorbers for Department Heads 


The Salesman Would Have Less Difficulty in Obtain- 
ing Information from Technical Men of Railways 
if He Were a Technical Man Himself 


By ERNEST E. STIGALL © 

: Purchasing Agent Kansas City Railways Company 

It is difficult to say to what extent the general overhead 
cost chargeable to some particular article in manufacture 
would be reduced by showing 10, 25 or 50 per cent reduc- 
tion in the expense of the sales force, as discussed by W. 
McK. White, in the issue of the ELectrRic RAILWAY JOURNAL 
for June 2, page 1031. It is possible, however, to show 
very clearly the attitude of our company toward new ma- 
terial or equipment submitted for consideration and pur- 
chase. 

We watch eagerly at all times for an opportunity to re- 
duce our costs or to increase the safety or convenience of 
operation by new methods, new equipment, etc., which may 
be offered. On account of this policy, the company has for 
several years been represented by eight or ten officials at 
each annual convention, and has supplied each depart- 
ment with from one to a dozen copies of the ELECTRIC RAIL- 
WAY JOURNAL, which naturally stimulates interest and fur- 
nishes information relating to possible changes in equipment 
and supplies. 


MANy Tests BEING MADE ON EQUIPMENT 


In addition to this, we are of course constantly studying 
and experimenting in our own plant and are in a position to 
consider new material or equipment submitted by manufac- 
turers’ representatives. The policy prevailing here in con- 
nection with new material or equipment is simply to re- 
ject such of these as the technical men in the department 
concerned may decide would not improve our present con- 
ditions, even though the material tested out to be all that 
was claimed for it. On the other hand, if the service 
results claimed for such equipment or material would im- 
prove present conditions, and we have reason to believe 
the performance under test would come up to the claims 
set forth, arrangements are immediately made for a com- 
plete service test. 

By following this plan, we escape loading down our 
system with the details of a testing laboratory when there 
is nothing to be gained, and we do not lose the opportunity 
for a constant improvement of our property because of 
rejecting material which might prove valuable if adopted 
as a new standard simply because of red tape or a stone 
wall between ourselves and the manufacturer. We nat- 
urally avoid the practice of buying new material merely 
for the purpose of changing our purchases from Smith to 
Brown, etc. 

Again referring to the article mentioned, it is our sug- 
gestion that the representative of the manufacturer would 
not have difficulty in obtaining information from the tech- 
nical man of a street railway company, if the representa- 
tive were a technical man himself. Obviously, little can 
be accomplished if a salesman equipped only with super- 
latives and assurances of 50 or 100 per cent saving, etc., is 
in conference with a practical operating man who wants 
actual, definite and complete information based on actual 
service performance. The engineer or mechanic is of course 
busy with the operation of the railway system, and it could 
very easily be that more than one-half of his time would be 
taken up by salesmen if he should permit this to be done. 
In my judgment it is the duty of the purchasing depart- 
ment to act as a sort of shock absorber to protect the dif- 


Market Quotations 


Business Announcements 


ferent department heads from too many callers, just the 
same as the secretary to the executive of an organization 
would protect him. 

When the purchasing department is in doubt regarding 
the advisability of a salesman calling directly upon the 
department head concerned, a special inquiry is made. If 
this department head believes it would be advantageous for 
him to go into the details of the material or equipment to 
be considered, then this is arranged for, but if the depart- 
ment head is already sufficiently informed so that he knows 
the subject under consideration would not improve his con- 
ditions, then the time of both the department head and the 
salesman are saved by this means. We do not believe there 
are many instances in which a recommendation to the presi- 
dent for purchase of certain materials for test would be 
refused approval. In my judgment the subject resolves 
itself into the question of conscientious service to the com- 
pany, and a desire to show constant progress combined with 
a co-ordination through the proper organization, which will 
permit the company morale to obtain the proper results. 


No Great Increase in Business 
Expected with Prices Soaring 


“Spasmodic” Must Characterize Buying with Material 
Prices Continuing to Rise—Manufacturers Should 
Co-operate with Railways for Fare Increase 


By W. S. HAMMOND 
Vice-President Consolidated Car Heating Company 

Considering the conditions existing in the material market 
at the present time, the business offering is fully as good 
as can be expected. What the future prospects are is very 
difficult to prognosticate, on account of the constantly climb- 
ing prices in the material market. This naturally makes 
for higher prices right along, and with car equipment and 
supplies at the present prices, and with higher ones to come, 
it is difficult to see how there will be anything but spas- 
modic buying for immediate needs. Sales of buzzer equip- 
ments are good and thermostatic control and starting sig- 
nal systems are in fair demand. 

Recent articles in the JOURNAL have discussed the possi- 
bilities for fare increase on the electric railways. This is a 
most vital subject. The power which the manufacturers 
can exert in helping to secure increases in fares should be 
put into concrete form. My idea is that the Manufacturers’ 
Association should outline a campaign which each member 
could push vigorously in his own community. It is highly 
important that the public should be educated to the diffi- 
culties confronting the railways, not only because of the 
increased cost of materials, but also because of the in- 
creased maintenance charges of both roadway and cars, in- 
creased platform expenses, taxes, etc. Such increases in 
operating cost cannot be offset entirely even by putting into 
effect the most rigid economies. The situation of electric 
railways in these respects is akin to that of the steam roads, 
but the former have even greater difficulties to surmount 
in attaining relief. 

As far as better business prospects for the manufacturers 
are concerned, it is my idea that there will be no great 
increase in the volume of business as long as prices con- 
tinue to increase, for managers cannot possibly feel justi- 
fied in planning extensions and improvements under pres- 
ent conditions. There will of course be good orders here 
and there, placed because of sheer necessity, but our rail- 
way companies must be made more prosperous in order 
that they may extend and improve their systems, thus im- 
proving the outlook for themselves, for the manufacturers 
and for those whom they serve. 
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Electric Power Club Discusses 
Present Problems 


Standardization, General Engineering Recommenda- 
tions, Cost Accounting and Other Questions 
Affecting Service to the Nation Discussed 


The eighth annual meeting of the Electric Power Club 
was held at the New Willard Hotel, Washington, D. C., on 
June 11 and 12. The program, which was given in the 
May 26 issue, was carried out practically as planned. 
In the absence of Howard E. Coffin, W. S. Gifford out- 
lined the work of the Council of National Defense and 
Paymaster John M. Hancock, officer in charge of purchase 
division of the Bureau of Supplies and Accounts, Lieut. 
Alexander Sharp of the electrical division of the Bureau 
of Steam Engineering and Mr. Dean, electrical expert of 
the Bureau of Construction and Repair, spoke of the 
methods of these various navy departments in filling their 
electrical needs. 

The chief topic of discussion of the whole meeting cen- 
tered around the address of C. E. Patterson of the General 
Electric Company on uniform accounting. The accounting 
and cost system which is recommended for adoption by 
electrical manufacturers has the indorsement of the Elec- 
trical Manufacturers’ Club, the Electric Power Club 
and the Associated Manufacturers of Electrical Supplies. 
It moreover bears the indorsement of the Federal 
Trade Commission. Another paper which proved very 
instructive was one read on the analysis of increased 
cost in manufacturing conditions during the past three 
years. This showed the upward trend of prices of all 
material used in the manufacture of motors. There was 
also an interesting discussion on the subject of national 
economy. 

E. R. Harding, the president of the club, owing to the 
condition of his health tendered his resignation as presi- 
dent, and C. L. Collens, 2d, the vice-president, was elected 
in his stead. FF. S. Hunting of Fort Wayne, Ind., was 
elected vice-president and T. E. Barnum of Milwaukee 
was elected to the board of governors. C. H. Roth of Chi- 
cago continues as secretary and treasurer. There were no 
other changes in the board of governors, which now con- 
sists of the president, vice-president, secretary and treas- 
urer in addition to the following: James Burke, Burke 
Electric Company, Erie, Pa.; J. C. Hobart, Triumph Elec- 
tric Company, Cincinnati, Ohio; J. R. Jeffrey, Allis-Chal- 
mers Manufacturing Company, Milwaukee, Wis.; T. E. 
Barnum, Cutler-Hammer Manufacturing Company, Mil- 
waukee, Wis.; W. A. Layman, Wagner Electric Manufac- 
turing Company, St. Louis, Mo.; S. L, Nicholson, Westing- 
house Electric & Manufacturing Company, East Pittsburgh, 
Pa.; H. C. Petty, Crocker-Wheeler Company, Ampere, N. 
J., and R. J. Russell, Century Electric Company, St. Louis, 
Mo. 


Government Books on Statistics 


Compilation for 1916 of Foreign Trade Statistics and 
a New Book of Business and 
Commercial Statistics 


Two new official books of statistics that should be helpful 
to all manufacturers, and particularly to those whose 
products have foreign sale, have just been announced by 
the Bureau of Foreign and Domestic commerce, through 
E. E. Pratt, chief of the bureau. The title, “Commerce and 
Navigation of the United States, 1916,” describes a regular 
annual publication of this department. This book is well 
known among those who study foreign trade. It is the 
original and only official source of yearly trade statistics. 
The 1916 number, according to Dr. Pratt, is one of the most 
important that have ever been issued, because that year 
stands out in the history of the foreign trade development 
of the United States. This book contains 950 pages of 
statistical tables, and forty-one pages of summary tables 
giving foreign trade data in a most convenient form by 
articles, by countries and by customs. The price of this 
book is $1.50. 

The “Statistical Abstract” for 1916 contains 771 pages 
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of the latest available American and foreign statistics. 
This is a reference book covering the subject of agriculture, 
forestry and fisheries; manufacturing and mines; internal 
communication and transportation; merchant marine and 
shipping; foreign commerce; consumption estimates; prices, 
money, banking and insurance. There are also commercial, 
financial and monetary sattistics of the principal countries 
in the world. Copies of this book are to be distributed 
at the price of 50 cents to cover the cost of printing. Both 
books are obtainable by addressing the superintendent of 
documents, Washington, D. C., or writing to the nearest 
district or co-operative office of the Bureau of Foreign and 
Domestic Commerce. 


Copper Market Conditions 


Government Contractors Hesitate to Place Orders— 
Plans Made to Pool All Purchases for Our 
Government and Its Allies 


The Wire Message, published by the Habirshaw Electric 
Cable Company, Inc., and the Electric Cable Company, in 
reviewing the present market conditions, says: “ ‘Wait- 
ing’ would well describe the condition of the copper 
market during the past month. One feature of uncer- 
tainty as to the government’s position has apparently been 
removed: On May 23 an announcement was made in Wash- 
ington that plans were being devised to pool all purchases 
for our government and its allies. Assuming this will be 
done, there still remains three important points to be de- 
termined, viz., price, quantity, and periods of delivery. It 
is to be hoped that some definite information on these 
points will soon be forthcoming, and the uncertainty which 
now prevails in the copper market removed. During the 
latter part of May copper showed decided signs of improve- 
ment, which to our mind is fully justified: The present de- 
mand for copper is enormous, and the future requirements 
of our government and its allies must run into huge figures. 
Exports of copper during this year are breaking all pre- 
vious records. 

“Production and demand must determine prices. It is 
evident that if production exceeds demand prices must go 
down. At present there is no evidence that this is the case; 
in fact, all evidence is to the contrary. It should be noted 
that factories with government orders have been uncertain 
whether the government would supply the copper. Nat- 
urally they have hesitated to buy heavily. We read in the 
American Metal Market of May 28 that one large manu- 
facturer having a contract to supply the government with 
articles requiring a large quantity of copper, applied for 
assistance. The government replied it could lend no aid, and 
the manufacturer was forced to go into the market and 
cover his requirements the best he could.” 


New Westinghouse Officers 


At the organization meeting of the directors of the West- 
inghouse Electric & Manufacturing Company, officers were 
re-elected, with the addition of three new vice-presidents, 
as follows: H. D. Shute, who has been treasurer of the 
company; H. T. Herr, who has been vice-president of the 
Westinghouse Machine Company, now merged with the 
parent company; and Walter Cary, who has been vice-presi- 
dent of the Westinghouse Lamp Company. H. F. Baetz 
succeeds Mr. Shute as treasurer and assistant secretary. 


G. E. Gets Order for Big Turbine 


The Public Service Electric Company, Newark, N. J., has 
just placed an order with the General Electric Company for 
a 30,000-kw., 13,200-volt, 60-cycle, three-phase turbo-gener- 
ator. As noted in the ELectric RAILWAY JOURNAL of June 
9, page 1040, the Essex plant contains at present two Gen- 
eral Electric 25,000-kva. units. In addition a 35,000-kw. 
unit of the same type is in process of installation and a 
50,000-kva. unit is on order. This last order for a 30,000-kw. 
unit will, when installed, give this plant more than three- 
fourths of its ultimate capacity, which is 200,000 kw. 
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ROLLING STOCK 
London (Ont.) Street Railway is reported to have pur- 


chased five city cars. 


Olympia (Wash.) Light & Power Company is reported to 
be considering the purchase of one-man cars. 


Michigan Railways, Jackson, Mich., has specified the 
following details for five vestibuled pay-within cars which 
are being built for the company by the St. Louis Car 


Company: 


OS TGLS GS 6 Eh.) Cee ee a 
FSUNACT i. seus ae 

UTC CSE SNE: cr yee 

Seating capacity 


Over bumpers 4 ; : 
Over vestibules...... 40 ft. 4 in. 
Ver POSth. ce. see ss ¢ & £2 in. 
Floor to ceiling....... ft 6s.in, 


Sill to trolley base..8 ft. 5% in. 
Body........Steel sides with 
wooden superstructure 


Interior trim. ...... Honduras 
mahogany 
Headlining....3/-16 in. Agasote 
SOOM. acc hiatsoeeteeite ae. si Turtle deck 
Mneerframere eas bidas. ces Steel 
Adr Drakes isis = a1 Westinghouse 
PRRENS | ay Seely kia’ « St. Louis Car 
Bumpers..... Rico anti-climbers 
CADICS )0\0.-cverkse oie St. Louis Car 
ar trimmings. 23. ... ><. Bronze 
Condutts’. ine cede. « St. Louis Car 

Curtain material...Pantasote 
INGra tt: 


Curtain fixtures. Forsyth No. 88 

Designation signs. Illuminated. 
k. S. S. Mechanism 

Door mechanism. Hand-operated 


Fenders........Ry. Co.’s design 
Gongs..12 in. bronze pneumatic 
Rfand) Prakes en te. das Ackley 
Hand straps...... Rico sanitary 
Heaters....Peter Smith No. P-S 
Headlights ....:.. Crouse-Hinds 
Journal boxes..... St. Louis Car 
PATI. os arte nin gents © Murphy ABC 
Registers..... International R-5 
Sand pox. «205i With Reliance 
trap valve 
Sash fixtures...... OMEdwards 
POMUS eae wins anes St. Louis Car 
Seating material........ Rattan 
Springs. .Pittsburgh steel svring 
ROGD, UMOAGS) rie wie eiete + ens Mason 


Trucks..St. Louis Car Co.’s 
106-A max. traction 
Wentilators. . 6308.6 Automatic 
Wheels... .38-in. driver, 21-in. 
pony 
Special devices. Faraday buzzers 


Gary & Interurban Railroad, Gary, Ind., noted in the June 
9 issue as having placed an order through Ford, Bacon & 
Davis for two motor and four trail cars, has specified the 
following details for this equipment. 


BNE COMUMES fee eee iadatis aret cane cuss via a> 6 
Date of order...... May 28,1917 
Date of delivery..... Oct. 1,1917 
Builder .....MeGuire-Cummings 
TWYDO™ Marea sv tobe Center-Entrance 
Seating capacity ....0...8:..5 56 
Weight ((total) ay... 38,000 Ib. 
Over bumpers ../....... 45 ft. 0 in. 
Over vestibule) ..c..... 44 ft. 0 in. 
LOR Tee ee ee eae 8 ft. 6 in. 
Rail to trolley base...11 ft. 0 in. 
USOC ki, See LS Mimatesh ities y's,.0 All-steel 
DILORIOL, » EX tela oleic. >, 0.0 Cherry 
Bleaadhinthigy sy atest aes Agasote 
RROOLM Se citer eats asl Arch 
ASTOR Si mtohreusheleery.. Carbon steel 
Bumpers ..... Rico anti-climber 
Car: trinimingee eis. tick. Bronze 
COMGUIES) Pier teg ns aisueie 0) 3 ca West. 
Controls Aiwereneteias << f=: Kal ot 
Couplers 23. 2) Tomlinson No. 8 


Curtain fixtures. .Curtain Sup- 
ply No. 88 with “Rex All 


Metal” Rollers 
Curtain material...... Pantasote 
Designation signs ...... Hunter 


Door mechanism, 

Nat’l Pneumatic 
Fare boxes’ ...../..- International 
Henders.ai9.ia0¢ H 


Gears and pinions........ West. 
Hand brakes, 
“Horne” double-acting 
Hand straps; 7.42% 2). Rico sanitary 
BeOaterS ws. . 3's Gold Car Heating 
Headlights,.Crouse-Hinds L.L.A. 
Journal boxes, 
McGuire-Cummings 


Lightning arresters....... West. 

Motors ....4 West. 514-A in- 
side hung 

RGBIStOPS oes sae es International 


Sanders ..Ohio Brass Pneumatic 
Sash fixtures....O0. M. Edwards 
Seats..Hale & Kilburn No.400-A 
Seating material ........ Rattan 
SPINES ois. si's Coil and elliptic, 

McGuire-Cummings 
Step treads, 

Universal ‘Anti-Slip Tread” 
Trolley catchers. .Knutson No. 5 
Trolley base..... U.S. No. 13-D. 
Trolley wheels.....West. groove 
Trucks. Arch bar with equalizers 
Ventilators...... Railway Utility 
Wheels..... Griffin F.C.S. 26 in. 
Special devices. ..Consolidated 

Car Heating buzzer system, 
Elleon white enamel 
stanchions 


Springfield (Ill.) Consolidated Street Railway has speci- 
fied the details shown in the following table on seven pay- 
within cars which are being built for it by the St. Louis 


Car Company: 


INSIDE DOR prea tse vis as est Soh 
Builders ct stae .St. Louis Car 
SEvDG . loser Pinatas. pay;within 
Seating Capac... 2. 6+. 40 
Weight (total)....... 26,840 lb, 


Truck centers, length.19 ft. 0 in. 
Length over vestibule. 40 ft. 4 in. 
Width over posts.....8 ft. 2 in. 
Floor. to ceiling. ......7 ft. 6 in. 
Sill to trolley base. 8 ft. 51% in. 

Body. teaches Steel sides with 
wooden superstructure 

Interior tritane. 5s! Honduras 
mahogany 
Headlining..... 3/16-in. Agasote 
Roof... cs eat ce Turtle deck 
Wnderirdaiey aemiye eo + p40 « Steel 
Air brakes........Westinghouse 
AVES’. Siete j2eist, Wous Car 
Bumpers..... Rico anti-climbers 
Car trimmingsn..i.55... Bronze 
Cables: Vi. Bea: St. Lovis Car 


Controle ssa 
Couplers jaca ae St. Louis Car 
Curtain fixtures. .Forsyth No. 88 

Curtain vberiga. tae <hr ere se 6 
Pantasote No. 77 

Designation signs............ 
mM, %. S. S. Mechanism 

Door mechanism ............ 
Hand operated 


WENGGSTS. Sis 0 che Ry. Co.’s design 
Gears and pinions...... Nuttall 
Gongs..12 in. bronze pneumatic 
Riana. Drakes tives cee Ackley 
Hand straps...... Rico sanitary 
Heaters....Peter Smith No. P-2 
Headlights ....... Crouse-Hinds 
Journal boxes....St. Louis Car 
Lightning arresters....... West. 
WEGLOTS F000 ner a a op ie Two West. 
532-B. outside hung 
PLEIN © cv eiacs fous, terete Murphy ABC 
Registers...... International R-5 
Sand box...... With Reliance 
trap valve 
Sash fixtures ...... OMEdwards 
AR be inte seid a5 Hale & Kilburn 
Seating material........ Rattan 
Springs. .Pittsburgh steel spring 
US a A i os {= Mason 
Trolley catchers..... Ohio Brass 
Trolley pase... 2... Ohio Brass 


J Trucks, type....St. Louis Car 


106-A max. traction 
MWOMEMACOTE:..isjatanns >. Automatic 
Wheels. .33 in. driver, 21 in. 

pony east-iron 
Special devices. Faraday buzzers 


NEW YORK METAL MARKET PRICES 


ne 21 
PING; Ligke,Cemts DOr. [hare vis.cralh cee tucvele muh) here, ere 82% 
Hiectrolytic, centaxperal beac ae. coals fa Aeteeeiehs ee 32%, 32% 
Copper wire base, cents per lb 5 36 
Read, Conte Der UD oa iuisieacer ck, eee ce etalon x ¥ 11% 
Nickel, cents peti Ubiocciodhwsie ae G hbee ee a lake ee b 50 
SHpelter Cents Per UWyst io can cw oases aoe e anenr eee 93% 9% 
Tin, Straits, Conta per lh. oak senses ean epee 6 () 638% 
Aluminum, 98 to 99 per cent, cents per Ib........ 61 61 


OLD METAL PRICES 


Heavy copper, cents per lb 
Light copper, cents per lb. . ie wis eh Sean ts 
Reg brass,-cents: Der Ai. criss eeketo erie Mer eens 
Yellow brass, cents per Ib 
LeaG, Neayvy,, CONCH POPU t ice ok elon tate wlare othe ined 
ZAC. CONES DEP bias heiste dqsainca dn ae Tc eae REE eae 


Steel car axles, Chicago, per net ton............. $53. 

Old car wheels, Chicago, per gross ton........... $43.00 
Steel rail (scrap), Chicago, per gross ton........ $48.50 
Steel rail (relaying), Chicago, per gross ton..... $54.50 
Machine shop turnings, Chicago, per net ton...... $19.50 


CURRENT PRICES FOR MATERIALS 


June 16 June 21 
Rubber-covered wire base, New York, cents perlb. 36% 36% 
No. 0000 feeder cable (bare), New York, cents per 


TES sae adende a ty eiareiyyelea: Oni ardia, le} act oe ala es aa Speen 36% 36% 
No. 0000 feeder cable stranded, New York, cents 

POF May fh Vdicce Seatbelt aceters Pech vieeh eta cc ae One ee ahs 33.34 33 34 
No. 6 copper wire (insulated), New York, cents 

10) Oat ote eerie hth reCie cie he eee 8. Tewnanio ly aiaia 33 33 
No. 6 copper wire (bare), New York, cents per lb. 36 36 
Rails, heavy, O. H., Pittsburgh, per gross ton.... $40.00 $40.00 
Wire nats, Pittshbureh) per 100: Ips. suckers arenes $3.50 $4.00 
Railroad spikes, 9/16 in., Pittsburgh, per 100 Ib.. $4.00 $4.10 
Steel bars, Pittsburgh; ‘per 1.00) Wak viislenes » elem we $4.40 $4.50 
Sheet iron, black (24 gage), Pittsburgh, per 100 tb. $7.35 $7.90 
Sheet iron, galvanized (24 gage), Pittsburgh, per 

DE WON UD Scie. oa vavo aria btie aaeanten sieie axaalcre Recta ieL ae olm siataats $9.05 $9.30 
I-beams over 15-in., Pittsburgh, cents per lb..... OT ee 10 Be 
Galvanized barbed wire, Pittsburgh, cents per lb. $4.35 $4.65 
Galvanized wire, ordinary, Pittsburgh, cents per lb, $4.15 $4.85 
Cement (carload lots), New York, per bbl........ $2.40 $2.40 
Cement (carload lots), Chicago, per bbl.......... 31 $2.31 
Cement (carload lots), Seattle, per bbl.......... $2.60 60 


Linseed oil (raw, 5 bbl. lots), New York, per gal. $ 
Linseed oil (boiled, 5 bbl. lots), New York, per gal. $ 
White lead (100 lb. keg), New York, cents per lb. 1 
Turpentine (bbl. lots), New York, cents per gal.. 4 


TRADE NOTES 


Frankel Connector Company, Inc., New York, N. Y., has 
moved its salesrooms to 1140-1146 Broadway. 


Lawrence Grant has been appointed managing director 
and treasurer of the Eugene F. Phillips Electrical Works, 
Ltd., Montreal. 


A. Press, consulting engineer and patent attorney, has 
changed his address from Norman, Okla., to 1777 Broadway, 
New York City. 


Lincoln’ Electric Company, Cleveland, Ohio, announces 
that it has appointed the Ross Power Equipment Company, 
617 Merchants’ Bank Building, as its Indianapolis repre- 
sentative. 

Francis C. Shenahen, for the last eight years dean of the 
College of Engineering of the University of Minnesota, has 
opened offices in the new Metropolitan Bank Building, 
Minneapolis, and will give his entire attention to his prac- 
tice as a consulting hydraulic engineer. 


Le Carbone Company, Paris, France, maker of Le Car- 
bone carbon brushes for railway, lighting and power pur- 
poses, has just established a selling agency for South 
America with headquarters at Buenos Aires. This action, 
in view of the war conditions in France, is significant as a 
proof of the indomitable spirit and enterprise of this cor- 
poration. The North American sales of Le Carbone carbon 
brushes are being handled by W. J. Jeandron, New York. 


Railway Improvement Company, New York, N. Y., an- 
nounces that it has received the following orders for Rico 
sanitary hand straps: Eighty cars being built by The J. 
G. Brill Company for the United Railways & Electric Com- 
pany, Baltimore, Md.; 100 cars being built by the Cincinnati 
Car Company for the Cincinnati Traction Company; four 
cars being built for the Toledo, Bowling Green & Southern 
Railway; eight cars being built for the Eastern Pennsyl- 
vania Railway; and fifteen cars being built for the Northern 
Texas Traction Company. It has also received orders 
for anti-climbers to be used on the cars being built for the 
Lewiston, Augusta & Waterville Street Railway and also 
for those of the Worcester Street Railway. 
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Stanley Motor Carriage Company, Newton, Mass., manu- 
facturer of steam automobiles and railway cars, has been 
taken over by a new Delaware corporation of the same 
name. The new officers are: Prescott Warren, president; 
Carleton F, W. Stanley and Frank Jay, vice-presidents, and 
Edward M. Hallett, treasurer. They have all been associated 
with the company for twelve years. F. E. Stanley and F. 0. 
Stanley, who founded the company in 1898, are now retiring. 


Economy Fuse & Manufacturing Company, Chicago, IIl., 
through its president, A. L. Eustice, announces that every 
member of the organization, from the officers and directors 
to the newest office boy, has purchased one or more Liberty 
bonds. The employees, numbering more than 200, have sub- 
scribed a total of $80,000 worth of bonds through the com- 
pany’s selling plan, which is based on weekly payments 
proportioned to the wage or salary of the individual. In 
some cases the payments are as low as 25 cents a week. In 
addition, the company will pay the last $5 to the employee 
who remains with the company the required length of time. 
If an employee leaves the company before his subscription 
is entirely paid for, the money paid in will be refunded, 
together with 6 per cent interest. 


Miller Trolley Shoe Company, South Boston, Mass., an- 
nounces that the number of orders being received indicates 
the rapidly increasing popularity of this equipment on widely 
scattered properties. About 300 electric railways are now 
using these shoes. The New York, New Haven & Hartford 
Railroad has ordered enough shoes to equip twelve trains on 
its: Nantucket Beach branch, as the result of favorable ex- 
perience with this apparatus on the Providence-Fall River 
line of the company. Fifty shoes have been ordered within 
a few days by the Chicago, North Shore & Milwaukee Street 
Railway, and inquiries have been received from as far south 
as Brazil. A number of these shoes are in use in Cuba. In 
New England, the roads using this equipment are the Union 
Street Railway, New Bedford, Mass., six cars; Pittsfield 
Street Railway, ninety shoes; Cumberland County Power & 
Light Company, Portland, Me., twelve cars; Bangor Railway 
& Electric Company, two cars; Hartford and Bridgeport 
divisions of the Connecticut Company, ninety cars. Trial 
installations are also in service on the New Bedford & Onset 
Street Railway and the Massachusetts Northern Street Rail- 
way. The company is now bringing out an improved design 
of sliding shoe in which there are but thirteen parts, against 
twenty-one in the previous standard, and in which all bolts 
and nuts have been eliminated. This equipment will weigh 
about 5.25 lb., or about 1 lb. less than the ordinary 5-in. trol- 
ley wheel and harp. The company has recently moved into 
new quarters at 15 Elkins Street, South Boston. 


NEW ADVERTISING LITERATURE 


Portland Cement Association, Chicago, H!.—A_ bulletin, 
“Concrete Tile for Land Drainage,” illustrative and descrip- 
tive of types of concrete drain tiling. 


Westinghouse Church Kerr & Company, New York, N. Y. 
—A reproduced blueprint of their mammoth Stirling boil- 
ers for the Detroit Edison Company. A large superim- 
posed Simplex automobile shows by comparison the. enor- 
mous size of furnace. 


Combustible Engineering Company, New York, N. Y.: 
Bulletin B.2 on its type E stoker. It gives a number of 
cross-sections and elevations, and explains the detail opera- 
tion of the stoker. Sections on distribution of air, auto- 
matic regulation, forced and natural draft, and smokeless 
operation are emphasized. 


Wagner Electric Manufacturing Company, St. Louis, Mo. 
—A. large calendar hanger on.which the Wagner boy is 
shown with a model of the original plant built in 1889 in his 
hand, and comparing it with the present plant shown at 
the right. The dates of the present, past and succeeding 


months are given on the three pads and run from May 1,: 


1917, to June 30, 1918. Complete calendars for 1917, 1918 
and 1919 are given on the hanger under the pads. 


Lorain Steel Company, Johnstown, Pa.: Catalog No. 20, 
259 pages. Deals with girder and high T-rails, slot rails, 
girder guard rails and other electric railway shapes; also 
gives the latest design of the company in special track 
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work, including the “tadpole” type of tongue switch in 
manganese steel and guarantee construction, also various 
types of mates, frogs, and crossings. There is also a sec- 
tion on electrically welded joints which says that the elec- 
trical welding process is being applied not only to track 
in paved streets but to standard T-rail on exposed track. 
In such construction an expansion joint is used. The cata- 
log is illustrated with handsome halftone sections of rails 
and other products of the company similar to those used in 
previous Lorain catalogs but brought up to date and in- 
cluding the latest sections. : 


New Publication 


Electric Railway Transportation.* By Henry W. Blake, 
Editor ELectric RAILWAY JOURNAL, and Walter Jack- 
son, Business Manager, formerly Associate Editor, 
ELECTRIC RAILWAY JOURNAL, New York, N. Y. Mc- 
Graw-Hill Book Company, Inc., New York, N. Y. 487 
pages. Cloth, $5 net. 


As the title implies, this book deals with the transporta- 
tion methods and practices of electric railways. Very 
little relating to the work of electric railway transporta- 
tion departments has been published in book form, and the 
authors of this volume have attempted to fill a gap in the 
literature of the industry. They state in their preface 
that they have devoted their efforts to making the in- 
formation relating to their subject, contained in the Pro- 
ceedings of the American Electric Railway Association 
and in the columns of the electric railway press, more 
readily available in book form, and to adding such com- 
ments of their own as may be of possible help to the man 
in the operating department. While the authors make no 
claim that the book is a complete compilation of the prac- 
tices of all companies, many valuable operating data have 
been collated. 

The first chapter, which deals with the various types of 
operating department organization, serves largely as an in- 
troduction. While not so divided by the authors, the sub- 
jects treated in the remaining eighteen chapters may be 
grouped under four heads, namely, relations between sery- 
ice and traffic, collection of revenue, promotion of traffic, 
and management of the transportation forces. Under the 
first heading the chapter titles (adjustment of service to 
traffic, accelerating traffic movement along the line, ac- 
celerating traffic movement on the car, car types in relation 
to traffic, city time-tables—preliminaries, and interurban 
schedules and dispatching) deal with such topics as stand- 
ards of service, traffic counts and their analysis, car-demand 
curves, the rush hour and the problem of ameliorating rush- 
hour conditions, economy of higher speeds, the skip-stop, 
duration of stop, methods of speeding up car loading, ef- 
fect of size of operating unit on traffic acceleration, car 
types and their relation to schedules, time-tables and time- 
table construction, and car dispatching. 

The second group of chapters discuss the vital questions 
of fares and fare-collecting devices and practices. Among 
the topics treated may be mentioned, riding habit as de- 
termined by fare, metal tickets, transfers, reduced class 
rates, owl-car service rates, free riding for employees and 
others, fare zones, mileage and commutation books, 
passenger movement in fare collection, prepayment devices, 
traffic recorders, and conductors’ reports. 

The important question of public relations, promotion 
of passenger traffic, traffic signs, competition, and the 
freight and express business are the chapter headings 
of the third group. Courtesy first, service improvement 
bureaus, making change, co-operation with vehicle owners, 
public referendums, safety equipment, relations with the 
press, company publications, the motor bus, the jitney, and 
the various methods of promoting new business are among 
the topics which form the contents of these chapters. 

The practices, with comments thereon, of a number of 
companies relative to the selection and training of men, 
wages and wage agreements, welfare work, discipline of 
trainmen, and forms of extra pay are set forth in the 
chapters dealing with the management of the operating 
forces. 


*Reviewed by D. D. Ewing, Associate Professor Electric Railway 
Engineering, Purdue University, Lafayette, Ind. 
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Springs for Usual Loads 


On most high-speed lines:it is exceptional to run cars 
crowded and vet the truck springs were made for 
carrying crowded cars‘and not for the usual loads. 
That is why cars run much more smoothly when they 
have a standing as well as a seated load of passen- 
gers. The Brill 27-M.C.B. Truck is the only inter- 
urban truck built for carrying half-empty cars as 
smoothly as those that are loaded to the point the 
springs were made for. However, we have lately 
made arrangements to adapt the Brill Graduated 
Spring System to old types and other types of inter- 
urban trucks. We will be glad to tell you how it is 
done. 


THE J. G. BRILL COMPANY, PHILADELPHIA, PA. 
AMERICAN CAR COMPANY, ST. LOUIS, MO. 
G. C. KUHLMAN CAR CO., CLEVELAND, OHIO. 
JOHN STEPHENSON CO., ELIZABETH, N. J. 
WASON MANFG. CO., SPRINGFIELD, MASS. 
CIE J. G. BRILL, 49 Rue des Mathurins, PARIS. 


“Look it up in Brill Magazine” 
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